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BMC has the inside track on outdoor fun! Loads of fun, lots of fight, might and muscle 
... that's the Sprite! Odes to sports cars are rare. Rare too, is a car like the Sprite. It's the 
lowest priced true sports car in America; it's a race-bred Sebring champ; it’s a frisky, audacious 
little rascal that roars like a lion and pivots like a cat! It's a pleasure car to drive; in teeming 
traffic or down a shady lane. And it's made by BMC... builders of the sleek MG, and the 
sizzling Austin Healey. Test drive the fun-tastic Sprite at your nearby BMC dealer's today. 


Going abroad? Have a BMC car meet you on arrival. Write for details. 


) Products of The British Motor Corporation, Ltd., makers of MG, Austin Healey, Sprite, Morris and Austin cars. 
Represented in the United States by Hambro Automotive Corp., Dept.CD-7,27 West 57th Street, New York 19, N. Y. 
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WHETHER YOU DRIVE A FALCON OR A FERRARI here are three facts about Autolite Spark Plugs 
you may find interesting. 1. Autolite Spark Plugs are heat sealed to prevent compression leakage. Heat sealing is 
the standard method of construction for all racing spark plugs, aircraft spark plugs, and the spark plugs sold to the 
armed forces for severe service. Autolite offers you this extra performance in every spark plug it makes whether 
for the military, racing, or for your own personal car. 2. Autolite has developed a new spark plug design to fight 
low-speed plug fouling. It is called Power Tip. It has longer electrodes or firing tips that reach deeper into the 
engine's combustion chamber. They harness the heat of exploding gasoline to burn off carbon deposits while you 
drive. If you've had trouble with plug fouling, try Autolite. 3. There is an Autolite Spark Plug made to fit almost any- 


thing with wheels. Our specification chart includes more than 200 makes of AUTO LITE 


cars. Most types are available just by asking for them at any gas station. 
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You — our Customers — have voted so enthusiastically, by the orders you 
have sent us, for our multiple-choice Free Offers of the best automobile books, 
that we are making a new Free Offer along the same lines: When you buy 
from Bob Bentley on the coupon below, your book purchases accumulate to earn 
the above FREE books! For instance, when you purchase $55.00 worth of books 
on the coupon below, you earn both Automobile Year, 1961, No. 8, (reg. price 
$9.95) and The Technique of Motor Racing (reg. price $8.50), provided these 
are the 2 books you choose out of the 8 top titles offered in this ad. Please 
read the list given immediately below of the 8 books offered free to find out 
how your purchase can earn the free books of your choice. Since your book 


282 AUTOMOBILE YEAR, 1961, No. 8, 914 inches 
by 13 inches, published February 1961. The most 
beautiful, complete’ and exciting automobile book 
in the world. The big new edition now ready 
of the world’s handsomest book has everything 
to fascinate the automobile enthusiast. Its accu- 
rate, thorough, profusely-illustrated regular fea- 
tures include: All the new special-body and 
dream cars; the full, illustrated rundown of Inter- 
national Grand Prix Sports Car Racing for the 
past year; illustrated catalog of 1961 cars of the 
world with major specifications; summary of the 
most important technical changes in the cars, etc. 
FREE on purchase of $30.00 worth of books. Other- 


155 THE SPORTS CAR: ITS DESIGN AND PERFORM- 
ANCE. by Colin Campbell, 5% inches by 8% 
inches. New, completely revised and expanded 
edition! Recommended by the Technical Corres- 
pondence Editor of Road and Track as the best 
reference book on suspension and chassis design. 
The first thorough and systematic treatment of the 
sports car from a technical point of view, yet in 
a layman’s language. FREE on purchase of $25.00 
worth of books. Otherwise .............0+- $7.50 


221 CARE AND REPAIR OF YOUR SPORTS CAR by 
OCee Ritch, 5% inches by 8 inches. Long-awaited, 
just published addition to the Modern Sports Car 


Series. A complete, easy-to-understand handbook 
on the subject for everyone. FREE on purchase of 
$10.00 worth of books. Otherwise ........ $1.95 
231 THE FERRARI by Hans Tanner, 514 inches by 
8% inches. A. extremely factual and informative 
work giving technical details and specifications of 
all the cars that have borne the insignia of the 
Prancing Horse. For years our friends have asked 
us for a technical and general book on the Fer- 
rari. This is it— and we are proud to be the 
publishers of the only book in English on the 
marque. FREE on purchase of $20.00 worth of books. 
281 THE MOTORIST‘'S WEEKEND BOOK edited by 
Michael Frostick and Anthony Harding, 6 inches 
by 9 inches. Here you will find essays on subjects 
ranging from Bugatti to broadcasting, road tests 
to rallying, love to Le Mans, dicing to dress, 
poetry to picnics, dizzy cartoons to design — con- 
tributed by the top automobile writers of the 
world. FREE on purchase of $16.00 worth of books. 
Otherwise 
228 THE TECHNIQUE OF MOTOR RACING by Piero 
Taruffi. Foreword by Fangio, five times World 
Champion, who calls it ‘“‘the textbook of Motor 
Racing.’’ ‘‘Required Reading’’ says Road and Track. 
This book is written by a great racing driver whc 
is also a great automobile engineer —a unique 
combination that makes this book as informative 


purchases on the coupon below add up to earn free books, the more books you 
buy, the more money you save! We thus pass on to you the economies of 
handling a many-book purchase on a single order. 
now on the coupon below and mail it to us today: we will send you your 
books the day we receive your order. 
list the item numbers and titles you want, referring to this ad: you'll gt the 
same fast efficient service.) 
here, you can save up to 50% on your sports car and motor books. 
any books offered free are also for sale: you can, of course, count the purchase 
of such books toward other Free books you want your total purchase to earn. 


Make out your order right 
(If you prefer, simply write us and 


By taking advantage of the special offers presented 
Please note, 


anu interesting as Jenkinson’s The Racing (river: 
The Theory and Practice of Fast Driving but with an 
entirely different point of view. The Technique of 
Motor Racing is a big book, 10 inches by 7% 
inches, and contains, along with the text, 40 pages 
of half-tone illustrations on art paper. FREE on 
purchase of $25.00 worth of books. Otherwise $8.50 
200 THE RACING DRIVER: THE THEORY AND PRAC- 
TICE OF FAST DRIVING by Denis Jenkinson. For 
expert and novice racing drivers and all sports car 
enthusiasts who want to practice and understand 
better the art of fast driving. The author is the 
only person who has been a racing passenger over 
and over again with Fangio, Moss, Hawthorn and 
other top racing drivers. Jenkinson gives you an 
absolutely unique ‘eye-witness’ report: you sit 
beside Moss, Fangio and Hawthorn at speed, driv- 
ing at the limit. Clearly written and a thrilling 
adventure to read, this big, handsome, hard-cov- 
ered book (6” x 9” with 35 photographs and dia- 
grams) supplements Taruffi’s Technique of Motor 
Racing as it is written from an entirely different 
point of view. FREE on purchase of $15.00 worth of 
books. Otherwise 5.00 
286 HIGH PERFORMANCE CARS 1961, road tests and 
special features from Autosport, edited by Gregor 
Grant and John Bolster. Technical drawings by 
Theo Page, 82 inches by 11 inches. FREE on pur- 
cases of $10.00 worth of books. Otherwise $2.00 


280 The MG Companion, by Kenneth Ullyett. Sw 
322 The Two Stroke Engine: its Design and Tuning, 
by K. G. Draper. Covers Formula Junior = 


235 Automobile Year, 1960, No. 7 .......... $9.95 
211 Automobile Year, 1959, No. 6 .......... $9.95 
164 Automobile Year, 1958, No. 5 .......... $9.95 
163 Automobile Year, 1957, No. 4 .......... $9.95 


217 Automobile Year, 1954, No. 1 .......... $9.95 
17 Sports Car Rallies, Trials and Gymkhanas, by D. 
Hebb and A. Peck. Completely Up-To-Date Re- 
vised Edition of World-Famous Handbook. 
“Whether you’re an expert or a novice, it’s for 
you” says SCCA $6 


MODERN SPORTS CAR SERIES at $1.95 each. 


190 Accessories for Your Sports Car. 126 Austin- 
Pg Care and Repair of Your 
The Corvette Guide. 315 Fiat 


Prix Cars. 72 Great Racing Drivers of the World. 
59 Guide to Buying A Used 


127 Mercedes-Benz Guide. 71 MG 


129 Moments That Made Racing History. 
Motor Scooter Guide. Porsche Guide. 


69 
192 Races that the World. 125 Renault 
Guide. 285 = 


Car 258 
Car Events. Cars of the 


63 Sports Cars the World. 

for Your Sports Car. 

Volkswagen Guide. 314 Volvo Guide. 
Women in Sports Car Competition. 191 Your 
Sports Car Engine. 


138 Design and Tuning of C titi Engi by 
. Smith. Greatly expanded & revised new edition. 
Easy to understand, covers the whole field $8.50 
10 VW Workshop Manual up to January *59 $7.95 
28 The High Speed Internal Comb gine, by 
Ricardo. The classic work .............. $12.50 
179 Stevens Rally Indicator Model 25, most — 
rate computer available, 9-inch diameter. . . $14.00 
35 The Restoration of Vintage and Thoroughbred 
Cars, by Wheatley and Morgan ............ $7.50 
266 Le Mans, The Behind-the-Scenes Story of the 
Big Race, by Stirling Moss. Just published. .$3.95 
52 $.U. Carburetter Official Factory Workshop Manual, 
by S.U. Carburetter Co. Ltd. Official ...... $6.50 
254 My Engine Is Missing. Homer cartoons. .$2.95 
204 All About The Volkswagen, by Elfrink. ..$3.50 
161 Beyond Expectation, Volkswagen Story. . . $4.00 


328 Porsche, the Man and His Cars, by Richard 
von Frankenberg. This book by one of Germany’s 
greatest racing drivers (and factory driver for 
Porsche) begins with Porsche's 
first triumph, the Lohner-Porsche 
electric vehicles that were the sen- 
sation of the Paris Show in 1900 
and traces the man’s development 
through the creation of the Volks- 
wagen and, finally, the Porsche 
car, type 356, built in Austria in 
1948. Races and technical de- 
velopments since then are de- 
scribed in detail as well as the 
commercial progress of this unique 
automobile. This is a brand new 
book and the only book on 
Porsche, one of the greatest auto- 
mobile designers of all time, and his cars. For 
every aut t as well as every Porsche 
and Volkswagen owner! ...............005- $7.50 
237 Sports Car Bodywork, by B. W. Locke. The 
only authoritative book for ‘‘Special’’ builders and 
car restorers. Large fold-out sheets of detailed 
working drawings, cross-referenced with the text 
THE MOTOR MANUALS — The up-to-date 4-volume 
set for the amateur or profesional mechanic on any 
car, Foreign or American. 

64 Motor Manuals. Volume 1. Aut bile E 

in Theory, Design, Construction, Operation “and 
Testing. By A. W. Judge. 474 pg., 323 fig. $650 
65 Motor Manuals. Volume 2. Carburetors & Fuel 
Injection Systems, The Theory, Practice, Testing, 
Tuning and Maintenance of Carburetors, Coal 
and Producer Gas Systems and Petrol-Injection 
Methods. By A. W. Judge. 496 pg., 316 fig. $6.50 
66 Motor Manuals. Volume 3. The Mechanism of 
The Car, Its Principles, Design, Construction and 
Operation. By A. W. Judge. 544 pg., 401 fig. $6.50 
67 Motor Manuals. Volume 4. Car Maintenance 
and Repair. By A. W. Judge. 464 p., 343 fig. $6.50 
216 Motor Manuals, Four Volume Set ...... $22.50 
272 Porsche Complete Owner's Handbook of Repair 
and Maintenance, Includes 1959-1960 and Earlier 
Models Plus a Special Section on Increasing 
Power and Performance, by OCee Ritch ....$4.00 
251 The Jaguar Companion ................ $5.00 
55 Modified Motoring, by John Sprinzel ..... $4.50 
99 MG Workshop Manual, from 1929 throu TF $8.50 
78 The Racing Car, Development & Design... .$7.50 
85 Tuning and Maintenance of MGA .......... $5.00 


45 Automobile Engineer's Reference Book. New 3rd 
edition. 59 British automobile specialists con- 
tribute half-a-million words in 1696 pages, 1066 
diagrams, 262 photos in 30 main sections cover- 
ing every aspect of the design and production of 
motor cars 25.00 
273 Making the Volkswagen Go! by Elfrink. .$5.00 
317 A Guide to American Sports Car Racing by 
Stone, photos by Dain. 125 photographs/diagrams. 
New 4.50 
91 On the Starting Grid, by Paul Frere...... $6.50 
269 Jack Brabham’s Motor Racing Book. New $4.00 


MAIL TO: 


Robert Bentley, Ine. | 


a Massachusetts Ave., Cambridge 38, Mass. 
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These manuals are in all cases the orriciad 
FACTORY MANUALS produced by the automobile : 
133 Official Austin-Healey 3000 Manual 
(Includes Austin-Healey 1006) .....$12.50 
184 ( ‘cial TR-2/TR-3 Manual .........$16.50 
181 ¢ |cial MGA Manual ............$12.50 
C..jicial Complete Service Man- 
for MK VII and XK 120 Is. 
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A Volkswagen can't boil over. 

It's physically impossible. 

The reason is absurdly simple: the VW's 
rear engine is cooled by air, not water. 

Since air can’t boil, neither can the car. 

If you had to, you could drive a VW all 
day at top speed through a desert. Or edge 
along in bumper-to-bumper traffic on the 
hottest day of the year. 


Impossible. 


You may get all steamed up, but not your 
Volkswagen. 

Chances are you'll appreciate the air- 
cooled engine even more in winter. Air can't 
freeze any more than it can boil. So you 
don't need anti-freeze. (You couldn't put 
any in a VW even if you wanted to; there's 
no radiator. And so no hoses to leak. No 
draining. No flushing. No rust.) 


©1961 VOLKSWAGEN OF AMERICA, INC. 


In the past, a few VW owners have been 
amused to find a perplexed gas station at- 
tendant with a bucket of water and no 
place to put it. 

But we've taken care of that in our '61 
model. This year, a windshield 
washer is standard equipment. 

It uses water. 
Let the man fill it up. 
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SPRITE OWNERS’ HINTS 

We congratulate you on a fine article and 
a fine magazine. The Road Research Re- 
port on the Sprite was both timely and in- 
formative. 

We have found some interesting addi- 
tions to your comments and wish to pass 
them along. 

1. The non-renewable air filters leave 
much to be desired in efficient operation. 
Two donut Micronite filters can be fitted 
without welding by cutting four 6-inch 
circles from stainless steel, cutting carburetor 
holes in one pair and a mounting bracket 
out of strip. A hole in the other pair serves 
to hold the filters on with wing nuts 
through the center mounting brackets. 

2. The location of the coil (on top of 
the generator up to mid °59) has caused 
local repair shops some consternation. The 
vibrations of the generator as well as the 
engine combine to decrease coil life and it 
has proved beneficial to mount it clse- 
where. 

3. Some “running out of gas” has been 
experienced when cornering left, especially 
with a cold engine. This can be eliminated 
by reducing the length of the choke tubes. 

t. A larger rear view mirror would meet 
with the highest approval on all BMC 
cars. 

5. Side curtains’ mounting brackets tend 
to scratch the aluminum strip on the door 
trim: some matching tape under the mount- 
ing screws is not too unsightly and_ will 
reduce the scratching. 

6. There are some colors which are sub- 
ject to fading. No doubt California offers 
harder conditions in this respect than 
Great Britian. One member (now on his 
second Sprite) insisted on a light shade 
for this reason. The shading effect on the 
boot (rear deck) can be reduced by per- 
manently mounting the tonneau cover 
under the aluminum strip at the back of 
the driving compartment. Access to the 
boot is somewhat impaired unless the un- 
used portion of the tonneau is cut off. 

7. Wire wheels are an expensive option 
but a reasonably good substitute has been 
found in the use of the wheel hubs from 
a Sunbeam Alpine. Bolted on with the 
existing lug nuts, the new hub will take 
Alpine wire wheels at a considerable sav- 
ing. Know where there’s a good wrecked 
Alpine? 

8. Matching paint on the gas tank makes 
a much better appearance when approach- 
ing a Sprite from the rear. 

9. California owners should be advised 
of a new vehicle code requirement which 
prohibits the use of parking lights while 
running with headlights on. (This virtually 
eliminates fellow Sprite identity at night.) 
The simple modification is to unplug the 
red wire from switch to lights where the 
connection is made at bonnet mounting, 
permitting use of turn indicators only. 
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10. A larger hole in the transmission 
drive shaft tunnel makes lubrication of 
the front universal joint much casier. A 
hole the same size as the transmission oil 
filler hole can be cut and you can use the 
same rubber cover. 

Sprite Owners Limited is very much in- 
terested to know of similar organizations 
across the country, activities etc. Those 
anxious to start clubs are welcome to our 
findings and assistance. On a well planned 
event, rally, tour, autocross economy run, 
etc., we can assemble thirty or more —an 
impressive sight — Sprites en masse. 

Jack Sohn 

Activities Chairman 
Sprite Owners Limited 
Box 238 

Oakland, California 


NO DRIVE SPROCKETS ON BMW 

I read with great interest the fascinating 
story of Federico B. Kirbus about the mag- 
nificent mechanical achievements in the 
development of the motorcycle racing 
engines. 

However the author got carried away 
with his colorful cycle lingo when he 
stated that the BMW eventually came 
through with some really astonishing power 
outputs, with as much as 95 bhp “through 
the drive sprockets”. As far as I recollect, 
on the BMW the power was transmitted 
via a U-jointed driveshaft to a set of spiral- 
bevel gears onto the rear axle. 

Congratulations on some fine articles and 
a splendid issue of the first CAR AND DRIVER. 

George J. Lechner 
Norwalk, Connecticut 


BILL KRAUSE CITED 

I have just finished reading your article, 
“Money Driver,” in the April C/D. This 
is a most deserved and long overdue tribute 
to Bill Krause. He’s a great guy and a 
terrific driver. 

I’m a salesman and met Bill during a 
call at the machine shop where he works. 
I have watched his driving and most of 
his races for the past three years, telling 
everyone who would listen, that here was 
the greatest. 

I think Mrs. Krause should be congratu- 
lated also, Her letter was really to the 
point — and so true. 

Let’s hear more about Bill from now on. 
If he drives in Europe let Brabham take 
to the hills. 

Thank you. 

Otto R. Schramm 
Buena Park, California 


ANGRY YOUNG MAN 


I find it impossible to sit impassively 
under the fantastic slighting your publi- 
cation is giving European racing. 

Surely you, as supposed experts giving 
your country an idea of our type of racing, 
should not stoop to such short-sighted idi- 
ocy as is found only in certain contem- 
poraries of yours. Enzo Ferrari certainly 
races in all Formulas anywhere, but he is 
financed to a great extent by Fiat so he 
can afford to. Compare that with the posi- 
tion of Cooper and Lotus. Both race on a 
veritable shoe-string, just about able to 
finance filling the fuel tanks. Cooper does 
nothing but build and race cars. Not really 
an enterprise to make millionaires out of 
Messrs. John and Charles overnight. Lotus, 


I grant you, does sell such cars as the 
Elite and the Seven, but they aren’t pro- 
duced in any great quantity. Of course not, 
they’re quality. 

In a position such as this, these firms 
must choose carefully the events they wish 
to attend. It is plain lunacy to enter cars 
in an event hundreds of miles away in 
which the cars might, if they even finished, 
be so fatigued that nothing short of an 
expensive re-build would make them race- 
worthy again. They may seem frail to 
some extent, but they surely seem to do the 
job over a great variety of circuits. Road 
racing in Europe is just what it says, rac- 
ing on roads, not the rims of overgrown 
slop bowls and oval builders’ yards. 

I was appalled by your article of de- 
generation on Bill Krause. I fought down 
ideas that American racing car jockeys were 
leather-hided, bronco-busting, overalled 
cowboys some time ago only to have the 
whole thing stuffed down my throat with 
that story. I believed that those do-or-die 
stunts of coolly shoving the opposition off 
the course was a Hollywood gimmick. How 
wrong can one be? Cobber Brabham was 
right in his summing up of this immature, 
loud mouthed idiot whoever he may be 
in America. We have one or two of these 
smart boys over here, but they seldom get 
repeat rides if they are so willfully un- 
sporting as your so-called stars are. 

Your drivers who have come to England 
and Europe are damned good. Now we 
know why they came—to do some real 
racing. Phil Hill, Dan Gurney, Masten 
Gregory and Ritchie Ginther are first-class, 
but, oh, how I long to see Killer Krause 
over here. Troy Ruttman thought twice 
about coming back, didn’t he? 

Your big build-up for the Scarab was a 
bit premature too, wasn’t it? I am _ not 
condemning Reventlow and Daigh but 
rather the publicity that gave them too 
high a peak to live up to. Let there be no 
mistake, everyone over here was with Re- 
ventlow all the way. When I saw Daigh 
third on the first Jap at Goodwood on 
Easter Monday I was very happy for him, 
but guts, determination, driving skill and 
money are useless without the abilities of 
a designer who is conversant with the prob- 
lems and able to get information first-hand 
from the battlefield. Still, good luck Scarab 
for the future! 

Paul Harrington 
Chatham, Kent 
England 

All this hypothesizing about the poor-boy 
status of Cooper and Lotus overlooks the 
fact that both Chapman and Cooper were 
quite willing to make the trip. Cooper 
was held up for lack of drivers; Chapman 
stated that insufficient time was available 
to prepare his cars. On Krause, we hope 
Bill goes racing in Europe too. It would 
settle a lot of arguments about the merits 
of this driver, just as it has for the other 
Americans you mention. On Scarab, and 
on the “big buildup” given this first Amer- 
ican G.P. car in decades, don’t we recall 
some highly chauvinistic premature pub- 
licity for a certain supercharged V16 that 
was to wipe up the best the continent could 
offer? With this we will forget about 
Monza, close this correspondence, and get 
on with the business of reporting on the 
first races of an exciting new Formula, 
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TRIUMPH 


TR-2 and TR-3 


$3950 


AUSTIN HEALEY 


SPRITE 
$2495 


AUSTIN HEALEY 


3000 and 100-6 


$5950 


MGA 
$3450 


MGA Twin-Cam $54.50 


You’re in the forefront of performance as well as 
economy with an ABARTH free-exhaust system. Be sur- 
prised when you step on the gas and thrill to the 
| wonderful feeling of power and speed! Be surprised, 
too, when you check the fuel consumption and thrill, 
again, to that wonderful feeling that you're actually 


saving money on every fun-filled mile you travel! 

y 

, Order from your dealer, or USE THIS CONVENIENT COUPON 

4 

r 

2 21-8 44th DRIVE + LONG ISLAND CITY 1, N. Y. 

A 8836 A NATIONAL BLVD. + CULVER CITY, CALIF. 

d 

Alfa Giulietta Sprint $79.50 COMGA 14.50 

AY 

Alfa Giulietta Spyder. 89.50 () MGA Twin-Cam 54.50 

austin Healey 3000 and 100-6... 59.50 Peugeot 403, Sedan OMly $4.50 

d sories. | have checked the system made for my car. DC Austin Healey Sprite ooo... 24.95 [ Porsche, all models but Carrera ............ 54.50 a 

Borgward, All Models 44.50 () Renault Caravelle 34.50 

ll Nome Corvair Competition 84.50 Renault Dauphine 27.50 
Corvair 44.50 () SAAB 93B, 96, amd GT 59.50 

3 Address 0 Fiat 600 24.95 [] Simca Aronde .... 54.50 

ul e CO Fiat 600, with sports manifold .............. 59.50 [) TR-3 and TR-2 Complete 303-C System.. 39.50 é 

d B .. C Fiat 1200 Sedan 79.50 [) Volkswagen, 1956-61 models ............... 44.50 

it City State Jaguar XK 140M, 150, 150S .................... 89.50 VOlVO—PV-444 and 544 27.50 

(C) Jaguar 3.4 and 3.8 89.50 California Residents Add 4% Sales Tax 
rt My car is not listed. | have the (CO Mercedes 190-SL 64.50 New York City Residents Add 3% Sales Tax & 
lé 23 Additional Models Available — Write For Catalog ss 
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NEWSLETTER 


THREE-CARB HEALEY 3000 MK II 

Onward and upward goes the perform- 
ance curve of the Austin-Healey six. The 
latest model, the Mk. II, has more power 
and revised frontal styling. By adding a 
third semidowndraft S.U. carburetor, a 
warmer camshaft and stronger valve 
springs, BMC engineers have wooed an 
additional eight bhp out of the versatile 
C-series engine, supplying a net output of 
132 bhp at 4750 rpm. Maximum torque, 
160 Ilb-ft., comes in at 3000 rpm. 

Results of the latest engine changes in- 
clude a claimed reduction of 1.3 seconds 
from zero to 50 mph, one second saved to 
90 mph and gas mileage that is said to 


be appreciably improved, e.g. 23 miles per 
gallon at a constant 70 mph for the 3000 
Mk. II compared to 19 for its predecessor. 
Externally the Mk. II is distinguishable 
by its vertically-slatted grille. Safety belt 
mounting points are now standardized and 
the battery master switch in the trunk has 
been reinstated. Prices of the two and 
“four-seater” versions of the Mk. II are 
unchanged from the former models. 


(Continued on page 10) 
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BENJAFIELD 


Second at Silverstone in May, behind Moss’s Lotus XIX, was Salvadori in the new Cooper Monaco. Its 
new shape can be seen above, while below is its new G.P.-derived rear suspension and transmission. 


PHIPPS 


The new rear-engined Vanwall uses the famous Norton-inspired 21/,-liter four in a new chassis based 
on Lotus designs. Surtees is driving above; the special Colotti-designed box can be seen below. 
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MOTORING SPECIALITIES FOR CAR AND DRIVER 


SPORTS 
SPECTACULARS 
SUNGLASSES 


BY Kelley 
OF FRANCE 


Smartest Thing in Sight! World’s only distortion- 
free wrap-around organic glass—optically perfect 
Orama IV! Daylight Green lens protects against 
sun’s rays even to the very outer edges of the 
eyes. Dramatic ‘‘cup’’ design gives extra wind 
protection. High impact... yet featherweight for 
comfort. Price includes smart Continental Case. 
Specify men’s or women’s style. $1 29 5 


Featured in PLAYBOY 
ea in 


advertisement 


Customed for your car 
CUSTOM COVERS 


Protect your car against dew, salt air, dust, 
Specifically styled for individual make, 
model and year car. Cover is of sturdy 
silicone-treated fabric; vat-dyed, color-fast, 
washable, mildew and water repellent. Double 
re-shrunk to retain appearance and proper 
t. Elastic at both of car cover assures 
contow fit. 


Alfa, AH, Sprite, Berkeley, Metro, 
TC-TD-TF-A. TR 


95 
MG/ ppd. 


Ghia, Porsche, VW, Fiat Conv. $27%5 


Corvette, Corvair, Fiat Sed., Fal- 
con, T-Bird, Hillman, Jaguar XK- 
120-XK-140-XK-150, Mercedes, Mor- 


$3195 
ppd. 
ris, Opel, Renault, Sunbeam, Volvo 


INCORPORATED 


BELL CRASH HELMETS 


BELL 500 TX 
SIZES: 634” thru 714” 
PRICE: $37.00 less visor 
$33.50 with visor—ppd. 
Approved by 1} 
_Foundation; all 

racing associations. 


BELL “SHORTY” 


SIZES: 6%” thru 7%” 

PRICE: $29.00 less 
visor 

$30.50 with visor—ppd. 


Approved by Snell 
Foundation; all 
racing associations. 


# 


BELL BUBBLE 
SHIELDS 


Both the snap-on 
and flip-up bubble 
shields may be used 
on these helmets. 


Sala-S port 
RACING & DRIVING SUITS 
one-piece suit $] 595 


These original Italian racing 
suits are colorful and dis- 
tinctive. Preferred through- 
out Europe for comfort and 
utility. Excellent for races 
and rallies. Features elastic 
gathered wrists, waists and 
ankles. Mandarin collar. 
Roomy pockets with heavy 
duty zipper closures. Tai- 

red washable poplin fab- 
ric. Men’s sizes only: 36, 38, 


40, 42, 44. 

COLORS: White, Grey, 
French Racing Blue, Red or 
Black. 


TWO-PIECE (NOT SHOWN) 


RACING SUIT 
(Pants $7.95 $1 695 
ppd. 


Jacket $9.95) 


NARDI STEERING WHEELS 


The ultimate in Ital- 
ian craftsmanship. 
For the car owner 
who wishes to add 
charm and dignity to 
the appearance of his 

automobile. 
Laminated select 
mahogany, finished 
id to a richness and 
: brilliance only ob- 
tained by endless hand rubbing. Duralumi- 
num construction; highly polished spokes and 
hub enhance and provide that finishing touch 
for a luxurious appearance. Made to fit prac- 
tically all makes of foreign cars. 


When ordering, state make, year and model of car. 


MG/TD-TF-MGA, Morgan $70.00 


Aston Martin, AH 100/4 non-adj. boss, AH 


100/6 non adj. boss, MG/TC, VW $80.00 


Alfa Guilietta, Porsche (to 1959), Mercedes- 


Benz 190SL $85.00 


Alfa Romeo 1900, Alfa Romeo 2 litre, AH 
100/6 adj. boss, Fiat 1800, Jaguar (all 
models), MB220, MB300, MB300 SL Rdstr. 
TR 2 & 3 non-adj. boss, Corvette & Porsche 
(1960 & later.) 


Mercedes-Benz 300SL $95.00 


ALL ABOVE PRICES POST PAID 


SNAP-ON 
$4.95 ppd. 
5.50 ppd. 
5.50 ppd. 
5.95 ppd. 


FLIP-UP* 
$7.95 ppd. 
8.50 ppd. 
8.50 ppd. 
8.95 ppd. 


Clear bubble shield 
Clear w/sunshade 
Tinted bubble shield 
Tinted w/ sunshade 


FIA APPROVED BRITISH MADE 


RACING MIRRORS 
from RAYDYOT 


Original equipment on 

per, Lotus, Vanwall, etc. 
Shatterproof mirror in your 
choice of flat or convex glass 
mounted in streamlined 
spun aluminum cone hous- 
ing. Wt. 7% oz. Adjustable 


base with itive 
locking devices. $595 


52-PAGE ILLUSTRATED CATALOG 


Profusely illustrated catalog containing hundreds of 
accessory items imported and domestic, representing 
our complete line. Catalog of automotive acces- 
sories for the foreign and sports car owner and en- 
thusiast. 50c ppd. refundable on first order. 


COMPETITION SEAT BELTS 


Manufactured to meet SCCA specifications. Iden- 
tical to U.S. Air Force with exception of snap 
ends to slip into eyebolts. Quick release buckle. 
All brand new nylon webbing and stitching. 
Available in black only. Belt width: 3”. 

Extra long for Porsche. . . $17.95 


the Touch of Italy—Sala-Sport © 


“SHORTIES” DRIVING GLOVES 


Sala-Sport Gloves feature non-slip grip. Skin- 

soft Italian leather, well ventilated knit back 

with double leather palms and adjustable snap 

wrist . Sizes 614-10 inclusive. $750 
pair ppd. 

Also available— rye full fingered gloves. 

Your choice of all black, tan and natural 

brown, white back and tan palm, knit back 

and brown palm for men and 

women. Sizes 614-10. $7.95 ppd. 

Often imitated...Never duplicated! 


TO ORDER: send check or order. En- 
close a minimum of 4 deposit for C.O.D. Calif. 
an or your money 

icable, state size, style, colmx, and 2nd choice 
if acceptable. 


VILEM B. HAAN INCORPORATED 
FOREIGN & SPORTS CAR ACCESSORIES CENTER 
10305-07 Santa Monica Boulevard 
West Los Angeles 25, California 


BRadshaw 2-4455 or CRestview 1-3775 
Three blocks west of Beverly Hilton Hotel 
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DUNLO 


TIRE AND RUBBER CORPORATION 
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SEBRING WON AGAIN 
DUNLOP TIRES 


SEBRING, FLA., (Special) — Dunlop tires carried Phil Hill and 
Olivier Gendebien to four important Sebring records when 
they drove a Ferrari to victory in the 12-hour Grand Prix of 
Endurance here this year. 

1 A new race record — 210 laps (1,092 miles) at 
an average speed of 91.036 mph. 

2 A new lap record (set by Hill) —a fastest-lap mark 
of 96.3 mph. 

3 A new driver record — these two drivers are the 
only men to win this classic three times. 

4 A new tire record — the victory of the Hill-Gendebien 
Ferrari made Dunlop the only tire in the world to 
win this Florida classic three years in a row! 

Each of the first three cars in the 12-hour race — and each of 
the first three in the preceding Formula Junior 100-mile event 
— drove all the way on Dunlop tires. Dunlop “sweeps” like this 
are no coincidence. Look at the rest of the records: 

Dunlop tires carried the cars that placed first, second and third 
in all sixteen 1959 and 1960 International World’s Champion- 
ship Formula I Grand Prix races. Dunlop tires carried the 
World’s Champion Driver both years, too. 


And Dunlop tires are specified as original equipment by the 


‘manufacturers of 67 different makes of car. (If you are driving 


an imported car, it probably arrived with Dunlop tires on it.) 


You can rely on the testimony of the men who win the world’s 
toughest automobile races, or you can take the word of the men 
who build some of the world’s finest cars. You will know the 
real value of Dunlop mileage, safety, and comfort best, however, 
when you have a set of Dunlop tires installed on your own car. 
(If you try Dunlop once, you'll buy Dunlop again.) 


BUFFALO 5. NEW YORK 


Hill-Gendebien Ferrari sets four new records in 12-hour Florida classic 


(Continued from page 8) 
CITROEN’S MODEL A 


Still another indication of rising pros- 
perity in Europe is the recent introduction 
of a slicked-up successor to Citroén’s low- 
cost, low-sex-appeal 2CV. Owners of the 
original Deux Chevaux are like parents of 
an ugly child — they will defend their off- 
spring to the death, while subconsciously 
noting areas that could be improved upon. 
Called the Ami Six, the new car is powered 
by a 602 cc version of the old two-cylinder 
air-cooled flat twin. It produces 22 bhp 
at 5000 rpm, which pushes the better 
streamlined Ami up to a top speed of 66 
mph. This heady performance, detailing 
of which will probably bring tears to the 
eyes of 2CV owners, is combined with re- 
finements in the front-wheel-drive setup 
brought about by the use of double uni- 
versal joints in the drive shafts. This re- 
engineered drive line goes a long way 
toward eliminating judder at the steering 


wheel during cornering and parking. Sus- 
pension remains the same as that used on 
the 2CV with the exception of adjustable 
shock absorbers. 

Style-wise the new Citroén contains an 
echo of its big brothers, the DS and ID, 
with a dash of Ford Anglia (backward- 
slanting rear window), and Ford Taunus 
(rectangular headlights manufactured es- 
pecially by Cibie for Citroén) thrown in. 
On the inside the Ami is a four seater with 
plush (by comparison) appointments cov- 
ered by a fiberglass roof as in the Citroén 
DS. The dashboard layout is a cross be- 
tween that found on the ID and the 2CV, 
with the gearshift lever sticking out as 
in the latter and the steering wheel shaped 
like that on the former. The seats are DS 
through and through, being made of bil- 
lowy foam rubber. One criticism of the 
new design is the retention of the sliding 
windows. The doors seem to be thick 
enough to house windup windows and 
they should have been included in this 
step-up from the 2CV. They are undoubt- 
edly included in the Mark II Ami, which is 
probably slated for introduction late in 
1970. For the present, Ami occupants will 
have to depend for adequate ventilation 
on air coming in from a grille at the base 
of the windshield which then decants from 
vents in the dashboard. 
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DRIVING FIAT’S NEW 1300 

Automotive history books will one day 
show that despite the fact that England 
“discovered” the disc brake, the Italians 
were the first to use them on a mass- 
produced medium-priced sedan as standard 
equipment. We are referring to the new 
four-door Fiat 1300-1500, equipped with 
Girling discs on the front wheels, now be- 
ing marketed in Italy. 

The new Fiat is powered by an all-new 
four-cylinder engine that comes in two 
sizes — 1295 cc and 1481 cc. Power output 
of the smaller one is 72 bhp, while the 
larger engine produces 80 bhp. Both 
powerplants use a single carburetor and 
seem to have considerable room for future 
power increases. Both are virtually four- 
cylinder versions of the 1800 and 2100 se- 
ries. Both share the same drop-forged 
crankshaft with 63 mm diameter main 
bearing journals and 53 mm _ diameter 
crank pins. 


Looking a bit like the tate Fiat’s 130 is 
among Europe’s first to use quad headlights. 


A production target of 600 cars a day 
has been set for the new 1300-1500 at Fiat’s 
huge Mirafiori factory. This brings the 
Fiat range up to ten different models with 
the little 500 having the smallest price tag 
and the 2100 the largest. These new sedans 
reflect the increased standard of living in 
Europe. They are intended to plug the gap 
in the Fiat line between the aging 1100 
sedan and the six-cylinder 1800 series. In 
a sense they might be thought of as 
European compacts, fashioned for the man 
who can afford a luxury car but doesn’t 
want to pay the penalty of increased size 
in Europe’s crowded cities. 

On the road both cars are fast enough 
(87 mph top for the 1300 and 93 mph for 
the 1500, with zero to 60 times in the 
neighborhood of 22 seconds for the smaller 
engine and 18.5 seconds for the larger) to 
become non-blocking parts of the modern 
traffic flow. Both are equipped with pleas- 
ant, column-shifted four-speed gearboxes, 
while both are stable on the straight and 
flat in corners. The Girling discs are nat- 


(Continued on page 77) 


Hi, there! Last month we ran a headline that we 
stocked everything for Car and Driver on Road and 
Track . . . and a lot of people thought we were 
plugging our favorite magazines. So that nobody 
feels left out, we dedicate the above line of type 
to whoever might be watching. What we were trying 
to get across was simply the message that if you 
want some accessory for yourself or your automobile, 
either for racing or pleasure motoring, the chances 
are good that we will have it. For the past eight 
years we have filled requests for merchandise from 
nearly every country this side of the Iron Curtain 
and for most of the big names you know in the 
autosport (we did it again!) fraternity. Join the 
club. Become hooked on trading at MG Mitten. 
Take advantage of our easy-going nature — we pay 
postage! 


Note the Bill Parry Racing Coveralls, please. 


These are brand new and, we believe, the ultimate 
in such garments. The pair I'm wearing (that’s me 


BUTTAFARRI SUN 
GLASSES are the 
final word in shades. 
They all have ground 
glass, (NOT plastic) 
optically perfect 


lenses to prevent 
eyestrain and have the ‘‘wrap-around’’ styling now 
recognized as superior in protection. Wonderfully 


light. Complete with case............. $12.95 ppd. 


COMPETITION belt, 3” nylon web, Air Force quick- 
release metal-to-metal buckle, black only $16.95 ppd. 
DRIVING SHOES (illustrated above) made to your order 
in England from super-soft calf. Black with red or 
blue trim. Give shoe size and width, allow two 
VINYL PLASTIC BOOTS for gear change levers are 
guaranteed against disintegration. Neat, easy to 
install. For: Sprite—$1.95; Hillman (59-61), Alpine 
(60-61), Rapier, MGA, Morris, Singer (59-61) Corvair 
—$2.95; Healey (3 or 4 spd.)—$3.95; TR 2-3— 
$3.95. All ppd. of course. 
TONNEAU COVERS. Our SPECIAL for MGA & SPRITE 
only. Precision crafted from top quality vinyl in RED, 
WHITE or BLACK, center zipper, perfect fit : 
$17.95 ppd. 


FLAME PROOFING solution sufficient for half-a-dozen 
suits can be made from one pkg $1.50 ppd. 
TRIUMPH BATTERY well liner prevents disintegrated 
metal and carpet, lifetime plastic insert. . $5.95 ppd. 
DRAGER TIRE gage reads in psi and atmo. Adjust- 
able zero, includes case -95 ppd. 
MESSKO TIRE gage, accurate, holds reading. 95 ped. 


LUGGAGE RACK for MGA, Healey & TR, is all-metal, 
heavy chrome, removable or permanent, no holes to 
drill. Good deal for vacation time. Seat car. . 


OCTOPUS is rope-eliminator, tough shock porn with 
hook ends for securing baggage $2.95 ppd. 
THESE are only a few of the hundreds of good things 
listed in the MG MITTEN CATALOG. It is free and 
is included with every shipment, however, we ask you 
to enclose 50¢ for postage and handling when re- 
questing the catalog only. This four bits will be 
refunded with first order. 


at the left) is the two-piece model which, believe it 
or not, doesn’t come all undone. The pants are 
roomy in the right place, the shirt is gathered and 
won't ride up. Sleeves are semi-raglan permitting 
activity without sloppiness. The zippered front has a 
button collar, open in the pits, closed in the car, 
wrists and ankles are elasticized. There is a multi- 
plicity of pockets, four in all, each closed by a zipper. 
The one-piece type, worn here by Tony Settember, has 
the same features. (Frank Monise in the Lotus is in 
his B.V.D.’s but you can’t see him, anyway). The 
suits are tailored from the lightest Dan River combed 
poplin (wt. 19 oz., most of which is zippers & belt 
buckle) a drip-dry, silicone-treated, wrinkle-shed ma- 
terial that takes fire-proofing beautifully. Colors are: 
White, Red, Blue, Black and Grey. Sizes: S, M, L, 
X-L and Long. 


The price, sensational!......... $16.95 ppd. 


SPECIAL: Order this month and get a free embroid- 
ered pocket patch; specify make of car. 


SUMMER BARGAINS—GET ‘EM WHILE ITS HOT! 


MG Mitten Lightweight canvas DURICON 
Healey Hugger Sun and dust _, be 
Triumph Tunic epellen 
Alfa Apron (Spyder) $1 6.95 $22. 50 
100° 200 Rd (Formerly (Formerly 

t 
AC Apron at) 17.95) $24.50) 
Sunbeam (Alpine) Snood 


Jaguar Jacket (XK 120) 
Vest for Volkswagen 
Renault Romper 
Porsche Parka 

Alfa Apron (Coupe) 
Ghia Gow 


$21.95 $27.50 


(Formerly (Formerly 
$22.95) $29.50) 


Ferrari Frock 
Mercedes Muff 
(190-300SL, 220) 


| $26.95 $30.50 


Corvette/Corvair Cap (Formerly (Formerly 
Jaguar Jacket j $27.95) $32.50) 
(XK 140, 150, 3.4) 


TO ORDER just send 
money. We do the rest. 
California citizens, please 
add 4% sales tax. All 
merchandise guaranteed 
as represented or money 
back instantly. Our 8 year 
reputation is spotless. 


SHOWROOM: 1127 €E. 
Green St., Pasadena. 
Phone: MU 1-5681 


itten 


P. O. Box 4156-D 
Catalina Station, 
Pasadena 8, Calif. 
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President Kennedy may revive the tra- 
dition (if that’s the word) of having a 
chief executive who drives his own car. 
Before his inauguration, news photos showed 
him at the wheel of his car (it appeared to 
be a Cadillac convertible) . As if there were 
not enough issues surrounding the instal- 
lation of a new President, let’s raise the one 
of the President’s automobile. 

If, as it appears, President Kennedy is 
partial toward Cadillacs, what will happen 
to the specially-built plastic-topped Lincoln 
former President Eisenhower used? ETHyi 
News, a magazine printed by the Ethyl 
Corporation of America, had some inter- 
esting statistics on motorized Presidents. It 
pointed out that the 11-year old “Sunshine 
Special” of Presidents Roosevelt and Tru- 
man traveled 55.000 miles before being 
retired to the Edison Institute Museum 
at Greenfield Village, Dearborn, Michigan. 
The car was a 9,300-pound luxury conver- 
tible (essentially Lincoln) built on a 160- 
inch chassis and featuring armor plate and 
bullet-proof windows. Perhaps Tke’s Lincoln 
will be similarly retired though perhaps it 
will be felt to be more economical to re- 
tain the “Republican” car. 

President Kennedy, according to ETHYL 
News, is the 1]th president of the auto- 
motive age but only the seventh to have 
ridden to his inauguration in a motor 
vehicle. Presidents (or their secret service 
guards) were noticeably reluctant to use 
cars, Thus, Warren G, Harding was the 
first President to be ushered into office in a 
car. Grover Cleveland was President when 
Frank Duryea made what is generally con- 
ceded to be the first successful move to 
motorize America in 1893. But Mr. Cleve- 
land never rode in a car. In 1899 William 
McKinley took a ride in a Stanley Steamer 
but apparently didn’t like it and admitted 
afterward he expected to be blown to bits 
at any minute. 

Ex-Rough Rider Teddy Roosevelt re- 
mained faithful to the horse, but recog- 
nized the practicality of the car and rode 
in one occasionally. William Howard Taft 
brought a White Steamer to the White 
House and later acquired a Pierce-Arrow 
for his wife. Woodrow Wilson used an elec- 
tric car but later shifted to gasoline types 
for more range. 

Harding knew how to drive and did so 
occasionally while in office. Silent Cal 
Coolidge rarely spoke at length to his 
chauffeurs but is said to have been a per- 
sistent back-seat driver. 

For the past several years, Presidential 
automobiles have been leased from the 
manufacturers for $50 to $500 annually —a 
bargain, since the terms of the lease gener- 
ally included service, tire replacement and 
repairs. The manufacturers are, however, 
prohibited from advertising the fact that 
the President uses one of their cars, unlike 
their counterparts in England where 
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Daimler and now Rolls-Royce can proudly 
announce “By Appointment.” 

At present there are between 30 and 40 
cars in the White House fleet. Recent 
Presidents have pretty much resigned them- 
selves to being driven rather than doing 
the driving themselves. President Eisen- 
hower, admiring cars at the GM Motorama 
in New York City, admitted he had not had 
a license in over 30 years, since as a General 
he was provided with a driver. FDR drove 
his own car, a specially-built phaeton with 
hand controls, on his Hyde Park estate and 
at Warm Springs, Georgia. 

Harry Truman was clocked at 65 mph 
driving from Charlottesville, Virginia to 
Washington, D. C. Public reaction and the 
Secret Service persuaded him to let some- 
one else handle the wheel after that. In 
the interest of security, the President and 
Vice-President never ride in the same car. 
As EtHyt News pointed out, while the 
Secret Service’s policies seem overly cautious, 
they have resulted in no President’s having 
been injured while riding in an automo- 

Kits for installing trunk lids in Sprites 
are available from Nor Cal, Dept. C/D, 


Box 1928, Stockton, California for $59.95 
each, The result is a functional, lockable, 
waterproof convenience. Nor Cal, inciden- 
tally, is a source for lots of other Sprite 
goodies; send for their catalog. 

Lucas Electrical Services, suppliers of 
electric components for most, if not all, 
British cars, has opened a new factory 
branch in Englewood, New Jersey, at Van 
Nostrand Ave. and South Dean St. Lucas’s 
executive offices will remain at 501-509 
West 42nd St., New York City. 

Looking for a home away from home 
when you're staying in London? We'd 
recommend the Headfort Place Hotel as 
a spot for auto enthusiasts to gather. Run 
by H. J. Morgan (general secretary of the 
British Automobile Racing Club) and his 
wife, it’s located on Headfort Place, Hyde 
Park Corner, London S.W. 1, within easy 
reach of almost every place in London. If 
you want to phone from the airport, the 
number is BELgravia 2607. C/D readers 
have been assured of a personal welcome 
and it should be a good spot to glean the 
latest racing news, 

Tires recapped in Dunlop RI and R5 
racing treads are available from Gardner- 
Reynolds, Inc., Dept. C/D, 4758 East Olym- 
pic Blvd., Los Angeles 22, California. They'll 
pay freight one-way on tires sent for recap- 
ping. Prices range from $14.95 to a maxi- 
mum of $22.95 — send for the price list and 
details. 

A handy solution to finding water suit- 


able for use in car batteries is offered by 
the Ionette, a unit to remove minerals from 
tap water. Priced at $1.59 (replacement 
deionizer cartridges are 89 cents each) the 
Ionette dispenser is produced by the Gen- 
eral Ionics Corporation, Dept. C/D, 101 
Terence Drive, Pittsburgh 36, Pennsylvania. 

Those lucky C/D readers who're planning 
a European trip will be interested in 
this: The Royal Automobile Club, Pall 
Mall, London, S.W. 1, England, has writ- 
ten us that they would “be very pleased to 
supply the (1961 Motor Sports) Year Book 
to CAR AND Driver readers, the cost of 
which would be 2/6d per copy plus post- 
age.” 

In our money that’s about a third of a 
dollar, so 50¢ by check (not cash) should 
be fair enough. Or send a buck and ask 
for a couple of copies. If you’re in a hurry, 
second-class air mail is 8/- or $1.12 for a 
total of about $1.50. 

What is the Year Book? It lists every 
auto race and rally in England and all the 
National and International events on the 
continent and, in fact, everywhere in the 
world that goes along with the F.I.A. Also 
in this book are all the R.A.C.’s rules and 
regulations which should provide food 
for thought for club officials throughout 
the length and breadth of our fair land. 

Attractive and ruggedly constructed, the 
latest deerskin driving gloves from D.R. 
Currie, Dept. C/D, Norwell, Massachusetts 
feature ventilated backs and palms. The 
gloves, among the best we've seen are butter 
soft, non-binding, nonslipping on the wheel 
and hard-wearing. Sizes 7 to 1114 are priced 
at $12.98 and feature elasticized backs and 
wrists, 

Owners of ’61 Volkswagens who’ve been 
waiting impatiently for a Judson super- 
charger for their engines (considerably 
revised from ’60) may now unleash their 
checkbooks. Development and _ testing is 


now complete and the blower is said to 
give a 45 percent increase in power de- 
livered at the rear wheels. As before, the 
blower kit is completely bolt-on and the 
price is $144, F.O.B. Judson, Dept. C/D, 
Conshohocken, Pennsylvania. Add $15 for 
Karmann-Ghias and be sure to specify year 
as well as model (sedan, Kombi, K-G or 
what have you). 

Working on your own car can be simpli- 
fied by using a creeper. The Masonite 
Corp. says this one can be built for under 
$5.00. Make a 2-foot by 4-foot frame from 
1 x 3-inch lumber, including a_cross- 
brace in the center. Corrugated fasten- 
ers can simplify the construction. Then 
mount a l4-inch panel of Masonite peg- 
board, attach a caster at each corner and 
one in the center of the cross-brace. If 
you want, you can glue a piece of sponge 
or foam rubber for a head rest. —HW 
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FIAT 1200 and SPYDER 


If your car is an American Compact model or 
an imported sedan or Sports car a STEBRO 
Free-Flow-Exhaust System will also enhance 
your automobile's performance. STEBRO 
Automotive Products Inc. invites you to join 
thousands of happy motorists the world over. 
Order your STEBRO Free-Flow-Exhaust System 
today. 

$54.50 


STEBRO AUTOMOTIVE PRODUCTS INC. 


Lid., 2064 McGill College Schwarzenbach — Saale 


340 MARGARET ST. — PLATTSBURGH, N.Y. fone 


STEBRO 


For free brochure or other systems not listed 
here, please fill in coupon below. 


Name 


Address 


City 


If not listed: my car 


0 Alfa Giulietta Sprint 
Alfa Giulietta Spider 


Austin-Healey 3000 and 100-6... 
Austin-Healey Sprite 


Austin 850 . 
Austin A-40 


44.50 


DKW 3-6. 
0 Fiat 600 . 


Fiat 1100 and 120... 
O Ford (English) Anglia 0000... 


(1) Mercedes 190-SL 

(1) MGA and MGA Twin Cam ... 
C) Peugeot 444... 
Renault Caravelle (Floride) 
Renault Dauphine 
Volkswagen and Ghia 
Volvo PV-444 and PV-544 


T for added POWER a 
improved ECONOMY  cicgant BEAUTY 
STE BRO Improve Te elegant 
a 
: 
‘a 
& 
STEBRO FREE FLOW EXHALIST SYSTEM FOR FASTER GETAWAY gz 
\ $39.50 
\ 
a 
: In Canada — Stebro Motors In Germany — Werner, OHG, = 
$63.00 
34.00 
.. 24.00 32.00 i 
54.50 
27.50 
42.50 28.00 
13 


‘Test your 
sports car 1Q! 


QUICK QUIZ BY QUAKER STATE 


3. What type of motoring event is going 
on here? 


_ symbol stands for the world’s 
best engine life preserver—Quaker 
State Motor Oil. In any car, in any 
kind of driving, Quaker State pro- 
vides peak protection for your engine. 
Refined from 100% Penn- 
sylvania Grade Crude Oil, 
Quaker State is available 
most everywhere—insist on 
it. For your nearest dealer’s 
name, call Western Union 
Operator 25. 


2. What's the name and vintage of this 
old classtc? 


4. What does this symbol stand for? 


Answers: 1. Dunlop disc brakes. 
2. 1932 Bugatti. 3. A check point 
in a sports car rally. 4. The world’s 
finest motor oil. 

Get your free copy of the new tech- 
nical bulletin on British and 
European sports cars and 
passenger cars, prepared by 
Quaker State’s Research 
Laboratories. Send us your 
name and address, and ask 
for Bulletin P-952B- 25. 


QUAKER STATE OIL REFINING CORPORATION, OIL CITY, PENNSYLVANIA 
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DAMPING THE CAMSHAFT 

The four-cam Porsche Carrera engine 
has, as most of you know, a system of shafts 
and bevel gears to drive the camshafts. On 
each side a shaft extends out from the 
crankshaft to a pair of bevel gears on the 
exhaust camshaft. Another shaft then rises 
vertically from the exhaust bevels to an- 
other bevel pair on the intake camshaft. 
This drive sequence leaves the intake cam- 
shaft at the end of a long gear and shaft 
train which, under the influence of a 
bunch of valve springs and varying speeds 
and loadings, will tend to develop tor- 
sional vibrations or oscillations that impair 
timing and lead to component failure. 

To keep these oscillations under control, 
Porsche has now experimentally fitted 
small torsional vibration dampers to the 
intake camshafts of a Carrera engine. 
They're mounted on the rear of the left- 
hand shaft (as our Coltrin photo shows) 


and on the front of the right-hand shaft. 
This isn’t a new idea, especially on German 
cars, for the Mercedes-Benz 300-series 
engine has such a damper — considerably 
larger —on the front end of its chain- 
driven single overhead cam (see drawing). 

It seems that the Carrera arrangement 
of shafts, inherited from the Cisitalia- 
Porsche Type 360 design (C/D, April, 
1961) hasn’t proved entirely satisfactory, 
judging both by the above expedient and 
the fact that a new arrangement of the 
same components has been adopted for the 
flat-eight Porsche. It now appears that 
each of the four cams of this new engine 
has its own individual bevel-shaft drive 
direct from the crank center, without any 
“buck passing” between camshafts. This 
is akin to the arrangement used on the 
NSU Rennmax cycle engine shown on the 
lower left of page 39 of C/D for April, 
1961. NSU later abandoned this method 
in favor of a combination of shafts and 
spur gears; perhaps Porsche will follow 
in the future. 

IGNITION TIMING 

The 1957 Austin-Healey 100-6 owner's 
manual specifics the timing at 5° ATDC 
fully retarded, while the shop manual lists 
6° BTDC static! What is the difference be- 
tween the two? When setting the timing 


Recognize this piece of equipment? 
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with a timing light, using a 500 rpm idle, 
where should the mark be to be correct — 
before or after? 
Vernon Ernst 
Lyons, Illinois 
Assuming yours is a stock Healey, use the 
6° BTDC static timing figure. The 5° 
ATDC is probably a misprint in the 
owner’s manual as a fully retarded setting 
figure is quite unlikely. In addition, it is 
unnecessary and undesirable to time the 
Healey with a timing light, according to 
Ed Brown of Belleville, New Jersey whose 
shop specializes in making Healeys really 
perform. We checked with Ed for a reply 


to your question. 


CORVAIR: 0-60, 13.5 SECONDS 

I was pleasantly surprised to see excerpts 
from my letter on the Corvair Monza in 
the June issue of CAR AND DRIVER. 

I cannot blame you for being a doubting 
Thomas, having been one myself for many 
years. However, the zero to 60 times of 
13.5 seconds were checked and rechecked 
on a measured course with a stop watch 
and a F.Z. Sun tachometer. My speedom- 
eter indicates slightly over 62 mph at a 
true 60 and the tach indicates very nearly 
2800 rpm at a true 60. I believe I’m correct 
in’ using the figure 21.6 mph per thousand 
rpm with a 3.27 to one final drive ratio. 

A friend of mine who races Corvairs has 


5 decambered one of his cars by cutting off 
the bottom coils of the rear springs with 

gratifying results. 

Maurice M. Scott 

x East Lansing, Michigan 

y 300SL VS. 220SE 

q What is one to think when the highly 

\ touted 300SL is romped in its own element 


(a winding road) by a vehicle which 
should be something less than the ultimate 
in performance considering its specifica- 
tions and designed purpose? (May, Teu- 
tonic T-Bird). 

If we are to assume that modifications on 
Jesse Alexander’s “very special” 300SL in- 


. clude disc brakes and the installation of 
) the newer single-joint low-pivot swing axle, 
- then it is certainly on equal ground with 
). the 220SE in these respects. How, then, was 
it this pinnacle of sports car design embar- 
4 rassed by a machine embodying such detri- 
I, mental factors in this case) as longer 
y wheelbase, higher center of gravity and 
d less horsepower? 
ie John Schlafer 
1c Troy, New York 
at There are two answers here, general and 
“ particular. In general, some cars are better 
“a suited to twisty roads than others. The 
y 300SL, with its high gearing and high 
“4 polar moment of inertia, is definitely hap- 
= pier on fast sweepers than on very tight 
+4 corners; driver ability counts a lot here, of 
il, course. In particular, Mercedes handling 
xl know-how has vastly advanced since 1951, 
id when the 300SL was designed. Almost in- 
d credibly, Rudolf Uhlenhaut himself has 
said that in certain situations on the 
Mercedes test track, the standard 220 sedan 
r’s will decisively outhandle the W196 Grand 
C Prix car! If the road opens up at all, 
sts though, and the driver gets out of first 
e- gear, the 300SL or W196 will be long gone. 
ng (Actually, we think Jesse wasn’t trying!) 


MAIL COUPON TODAY FOR LITERATURE 


NAME 


SUPERCHARGE 
with 


JUDSON 


PERFORMANCE 


FOR AMAZING 
ACCELERATION 


FOR SURGING 
PASSING ABILIT' 


A HIGHER 
CRUISING SPEE 


ADDRESS 


CITY 


STATE 


Please rush literature and data on following Judson Supercharger kit: 
TRIUMPH TR-3 


MG-A 


(1) MERCEDES 190 SL 


AH SPRITE W-GHIA 
C VOLKSWAGEN RENAULT DAUPHINE 
VOLvo 


15 
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 amazing?? 
OWNERS 
J a supercharger do you get that feeling of flexibility and absolute 
: _. control. It gives you rocket performance, a new thrill in motoring pleasure. ss 
Only Judson furnishes a complete bolt-on supercharger kit designed . 
a Specific engine. The controlled low pressure and automatic feature * 
CONSHOHOCKEN. Pa. as 
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HOW'S YOUR LEATHER? 


Put fresh color and soft texture 
back into your leather seats with 


MAGI-DYE 


AUTO LEATHER REFINISHER 
GENUINE FACTORY COLORS 
FOR 


MG JAGUAR 
AUSTIN-HEALEY 


(Plus a complete color selec- 
tion for most import cars) 


So easy to apply . . . simply brush or 
spray on. Will not crack nor rub off. 
Gives leather that ‘‘new look.” Satis- 
faction guaranteed. 

Sold by outstanding import car deal- 
ers throughout the nation . . . addi- 
tional dealerships available. If your 
local dealer cannot supply you, send 
cneck or money order. 


Gentlemen: Enclosed is my check or money 
order for Send me 


Pints Refinisher @ $2.98 
Pints Cl @ 95 
Quarts Refinisher @ $4.98 
Quarts Cleaner @ $1.50 


Make of Car Color of Interior 


OVERSEAS MOTORS 
CORPORATION 


2824 White Settlement Road, Ft. Worth, Texas 


“SHOP MANUALS 


All are AUTHENTIC, OFFICIAL, printed in ENGLISH 
and ISSUED by the automobile MANUFACTURER. 
Average size 250 pages 10” x 8”, includes official 
comprehensive instructions for adjustment, overhaul, 
tuning. 

AUSTIN all models, state which .......... $ 8.00 
AUSTIN HEALEY 100/4 $ 8.00 


AUSTIN HEALEY 100/6 and 3000 ........ $ 8.00 
BORGWARD Isabella .................... $12.50 
CITROEN DS 19, 1D19 state $14.00 
FIAT 500, 600, 1100, 1200, 

state which ... 918.00 
FORD Consul, Zephyr, Todiac "1950/60 ....$12.00 
HILLMAN Minx all years state which ...... $ 8.50 
JAGUAR Vil, XK120 (0.K. $12.50 
JAGUAR 2.4. $15.06 
LANCIA Appia, "Flaminia state which ..... 19. 
MERCEDES 190 .... $16.00 
MERCEDES 2208/SB/SEB 1959 onwards .. $30.00 
MORGAN all models ....-................ $ 4.00 
MORRIS all models state Ra: $ 8.00 
$17.50 
$11.50 
PORSCHE 356A, 356B state which ....... $30.00 
SKODA all models state which .......... $13.00 
SUNBEAM Rapier, Alpine, state year ...... $12.00 
SU Carburetters and Fuel Pumps ......... 4.50 
$12.50 
VOLVO all models state which ............ $14.50 


Above are short selection, THOUSANDS of others. 
Airmail details your car for rapid quotation. Don’t 
leave it until you are in trouble. 

TO ORDER. State name, address. State year, make, 
model car. Enclose ordinary $ cheque or bills (or 
International M. O.—see Post Office). Send air- 
mail. We specialize in prompt service. Don’t leave 
it until you are in trouble. 

NOTE. We are the largest motorist’s bookseller in 
U. K. Send 25 cents for our superb 45 page cata- 
logue. Save money on our low prices. Example 
Automobile Year 1961 $7.50. 


MARKEN, LTD. 


104 ISLINGWORD ROAD 
BRIGHTON SX. ENGLAND 


We are as near as your nearest post box! 
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by Roger Huntington 


Readers interested in increasing the per- 
formance of compacts should consider the 
Paxton bolt-on supercharger kits. I’ve seen 
some pretty impressive results. You'll re- 
call that this was the basic McCulloch 
centrifugal blower brought out in 1953, 
when most American cars were in the 100 
to 200 bhp range. It did a good job then 
of boosting maximum bhp 35 to 40 percent 
with a modest pressure of 5 or 6 psi. But 
as passenger car engines got bigger, and 
breathing improved, the small impeller and 
casing passages just didn’t have the air 
flow capacity to do the job. Even the re- 
design for the 1957 Ford power-pack didn’t 
solve all the problems. 

Today the Paxton supercharger seems to 
be just about ideal for the new compact 
engines under 250 cubic inches, Boosts up 
to 10 or 12 psi are available, and the air 
flow range is such that the compressor sec- 
tion is quite efficient —so power consump- 
tion and heat build-up are moderate. Paxton 
apparently can sell you a 40 to 60 per- 
cent power boost for about $300, with low- 
speed flexibility and fuel economy affected 
only slightly. One acquaintance got the 
following results on a mildly-modified ’61 
Corvair coupe with the 98-bhp engine, 
4-speed transmission and 3.27 to one rear 
end (the engine still had the original dis- 
placement, hydraulic lifters and stock com- 
pression ratio): 

Unblown Blown 


0-30 mph ........ 3.3 secs. 2.75 secs. 
10.2 secs. 6.2 secs. 
Standing 14 mile ..17.95 secs. 15.65 secs. 
Speed at 4 mile.. 77 mph 90 mph 
Max. bhp at clutch. 100 @ 165 @ 
4600 rpm 6000 rpm 
Max. torque, lb-ft . 155 @ 155 @ 


2600 rpm 4000 rpm 

Not bad for a little 145-cubic-inch Cor- 
vair. The bhp and torque figures were 
calculated from tests with an accelerometer 
and, I’m sure, are quite close, Incidentally, 
this performance was obtained with an 
indicated boost of 8.5 psi at 6200 rpm, 
which indicates that the blower is very 
efficient in this air flow range. Gas mileage 
is still over 20 mpg at 60 mph on the high- 
way. Keep in mind, though, that the new 
Paxton blowers don’t have the automatic- 
ally-variable speed control that gives more 
or less constant boost pressure from the 
medium rev range up. The new ones have 
a constant speed ratio between impeller 
and crankshaft (vee-belt drive), so the pres- 
sure doesn’t start to come up much below 
3000 rpm and the maximum torque point 
is raised ‘way up. On this Corvair the 
really wild performance range is between 


4000 rpm and the valve float point at 6200. 
But it goes . . . and I would think the 

Granatelli brothers, new owners of Paxton 

Products, might have a real seller here. 
COMPACT COUNTER-REVOLUTION? 

I wonder about the true significance of 
the recent boom in late-model used car 
sales. A year ago you couldn't give them 
away. People apparently preferred a brand- 
new compact or low-priced full-size car to 
a more luxurious late used model that 
would sell in the same price range (or 
maybe a bit less). This trend clobbered 
the used car market as well as medium- 
price new model sales. Today, it’s the 
other way around. New-car sales in all 
price classes are below year-ago levels, while 
buyers flood the used car lots seeking 
“clean” late models with all the gadgets 
and half the gas mileage of the compacts. 

Industry executives are watching the new 
trend closely. Is it just a temporary revolt 
against austere economy transportation as 
we pull out of an economic recession? Or 
is there a longer-term significance here? 
Obviously a lot of people who might have 
bought new compacts or stripped Chevro- 
lets and Fords are buying “loaded” "59 and 
60 Buicks, Oldsmobiles, Chev Impalas, 
Mercuries, etc. Their car payments will be 
the same, but these cars are big (getting to 
be a dirty word around Detroit) and they 
cost a lot to run. What does it mean? 
Have these people turned against smaller 
cars, Or just against austere cars? Would 
they pay $400 more for a new /uxury com- 
pact? Could these people ever be sold an 
even smaller car, the size of a Volkswagen? 

Aren't you glad you’re not an executive 
trying to dope out next year’s model line- 
up? 

UNIT CONSTRUCTION LIMITATIONS 

I was surprised to read a technical report 
by Ford engineers saying unit body con- 
struction did not offer any clinching ad- 
vantages for cars weighing more than 
3200 pounds and not over 55 inches high. 
It was especially interesting since their own 
unit-construction Thunderbirds and Lin- 
colns are in the 4000 to 5000 pound range. 
The implication was that these cars would 
be just as cheap, light, low, smooth-riding 
and quiet with separate frames under them. 

The key factor is the extra beef that must 
be added in the underbracing, especially 
around the dash area where the body side 
sills connect to the front side rails that 
carry the engine and suspension. As the 
car grows heavier and the wheelbase longer 
(with constant height) you have to add 
more “frame” in the body unit to main- 
tain stiffness—this adds to weight and. 
cost. Only in cars weighing less than 2600 
pounds can you get the full benefits of true 
“monocoque” construction, where much of 
the body’s outer surface is stressed. Ford 
engineers call this the “crossover” point for 
unit construction economics. In the 2600 
to 3200 pound range you can get some of 
the benefits and future cars in this category 
will probably have unit bodies. But above 
3200 pounds it’s a stand-off and the frame 
body car has certain advantages in easier 
isolation from road rumble and simpler 
“tuning” of the body on the frame mount- 
ings to damp vibrations. 

TRY SCOTCH TAPE 

The engineers said one other interesting 

thing, too: the ultimate potential of uni- 
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tized construction will not be realized until 
new methods of joining structural body 
members have been developed. Adhesives 
were mentioned as a possibility. It’s ob- 
vious that classic methods of body welding 
are on the way out. It’s too slow, too ex- 
pensive and requires too much complex 
tooling. Researchers are putting a tremen- 
dous effort into adhesives. Revolutionary 
developments are expected within two 
years. One frame manufacturer is experi- 
menting with adhesives to join cross- 
members to the side rails; and some of 
the new bonding agents have holding 
strengths up to 10,000 psi! 


MAKE SAFETY STANDARD EQUIPMENT 

It’s good to see our industry getting be- 
hind the seat belt movement. It has been 
decided now to put belt anchor mountings 
on all 1962 models as standard equipment, 
so dealer installation of the actual belts on 
new cars should not run much over $10 
per seat. And I was interested in a little 
booklet on safety belts recently put out by 
Ford for distribution by dealers and safety 
groups. The way they tell it crash safety is 
only one benefit of seat belts. They mention 
the solid retention in the seat on sharp 
curves, sudden stops, hard bumps, etc., as 
important advantages. They even mention 
the act of buckling the belt as a periodic 
reminder to drive safely, 


CHRYSLER JOY SHORT-LIVED? 
There are still a few top executives 
around the Motor City who don't believe a 
new compact model in their showrooms is 
necessarily the quick road to riches. One 
is Clare Briggs, manager of the Chrysler- 
Imperial division of the Chrysler Corp. 
The story has come out now that last year 
he fought top corporation brass to prevent 
a luxury compact, along Lancer-Valiant 
lines, from being attached to the 1961 
Chrysler line. A lot of the Chrysler peo- 
ple thought this would catch on. Briggs 
felt it would only “dilute their image”, 
cheapen the Chrysler name in the eyes of 
the public and gain no great market pene- 
tration. Instead he brought out a new 
Chrysler Newport line, equivalent to the 
defunct DeSoto, to sell for less than $3000. 
Briggs has some cause to gloat today. 
Chrysler is one of only three makes to in- 
crease sales this year over last year (the 
other two are Corvair and Thunderbird) 
—while Briggs watches from afar the 
flounderings of the new medium compacts 
from Buick and Olds. Is the man really 
swimming against the current? Many 
thought so a year ago. We still think he is. 
It looks more and more to me as if the 
optimum package size for the American 
family car might be an_ overall- length 
around 190 inches, width between 70 and 
75 inches, and height about 55 inches or 
a bit higher. Weight could be between 
2000 and 3000 pounds, depending how 
much exotic material and construction were 
used. This would permit lively road per- 
formance and excellent gas mileage (20 to 
30 mpg) with a relatively small, inexpensive 
engine, yet there should be plenty of seat- 
ing and trunk space for family needs. 
There is reason to believe that a large 
body of official opinion holds this sentiment 
too — as these dimensions are pretty close 
to the size of the new Ford and Chevrolet 
“senior compacts” to come out as ‘62s! 
—RH 


FOR AN ACCURATE 
PERMANENT RECORD 


OF ENGINE PERFORMANCE, USE THE 


@ This is the MotoMeter—world’s only Recording Compression Tester— 
that simultaneously indicates compression and automatically records 
information on an easy-to-read permanent chart! With the MotoMeter, 
you get an impartial graphic picture of engine condition and accurate 
information on the need for tune-ups, valve jobs and engine overhauls. 
The MotoMeter comes in a compact, fitted hardwood instrument case, 
complete with a variety of adaptors to get at hard-to-reach spark plug 
openings —plus a generous supply of Recording Charts. $34.50 


ORDER TODAY FROM 


21-8 44th DRIVE » LONG ISLAND CITY 1, N. Y. 
8836 A NATIONAL BLVD. * CULVER CITY, CALIF. 
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For $1596* you get the car that’s outperformed everything in the economy class in major competitions throughout Europe. / With its 
husky, high-revving engine and fast-shifting 4-speed transmission, the new Renault Gordini is a truly high performance economy sedan./ 
Its precise steering, air-cushioned independent 4-wheel suspension, and beautiful balance give the Gordini sports-car-like handling. 
But the resemblance to a sports car ends there. For the Gordini’s deluxe interiors, foam-padded reclining seats and unitized body qualify 
it as a sturdy and comfortable family car. / Because the Gordini is built by Renault, you can look forward to: up-to-37-m.p.g. gas 
economy, very low maintenance (wet-type cylinder liners cut the cost of an engine overhaul dramatically), and a solid Renault 12 month or 
12,000 mile Warranty! Inspect the high-performance, low-cost Gordini at your local Renault Dealer’s. Then test drive the pants off it! 


+ Except routine maintenance and tires. *Suggested list price, fully equipped, P.O.E. East and Guif Coasts. 
The Inside Story of The New Renault Gordini: ENGINE: 4 cylinder, rear-mounted, water cooled, wet type removable sleeves, overhead ry 
valves, oil bath air cleaner, Solex carburetor. Compression ratio 8:1; 40 B.H.P. @5000 rpm; RPM range 1200-5900. TRANSMISSION: 4 forward speeds 
plus reverse (2nd, 3rd, 4th synchronized). Ratios: lst—3.7; 2nd—2.28; 3rd—1.52; 4th—1.03. Single plate dry type clutch. SUSPENSION: Independent 
4-wheel coil spring suspension with load levelling atmospheric cushions. Front torsion bar stabilizer. BRAKES: Lockheed 4 wheel hydraulic with 9” drums; 


floating, self-centering shoes. Mechanical hand brake. PERFORMANCE: Max. speed in each gear: 4th—79 m.p.h.; 3rd—63 m.p.h.; 2nd—44 m.p.h.; ordi | ni 
lst—27 m.p-h. 0-60 m.p.h. in 24 secs. Up to 37 m.p.g. Power to weight ratio: 1:36. DIMENSIONS: Length overall 157”, width 60”. 
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For seven years Chrysler's 300, produced in calculated handfuls, has etd for 
that’s potent and luxurious in American cars. ll The background of this Beautif 
Brute has been researched in depth by Bill Carroll, with the cooperation of Ct 
_ Engineering, uncovering a wealth of unpublished information. il Beginning 


Part 1 details the four lines of research that led to the 300 concept: Mexican 
cars, Exnor's prototynes: for and Cu 


successor. Part 3, ‘in n Gelber you from ‘the 300C 
3006 and presents combined table of specifications 
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BEAUTIFUL BRUTE Part 


& Chrysler's 300 was blooded one summer day when the 
bug-eyed Detroit driver of a hot new 1950 Oldsmobile V8 
found himself blown off by a sedate gray Chrysler Windsor 
sedan. He didn’t know it, but his Olds was the first of many 
victims of Chrysler’s long-rumored overhead-valve V8. Soon 
"51s were on the market with Chrysler’s power-to-spare from 
a brand new 331-cubic-inch double-rocker-shaft V8 with 180 
horses at 4000 rpm, from a single dual-throat carburetor. 

While Chrysler engineers were hot-rodding Windsors 
to shatter Olds owners, wealthy sportsman Briggs Swift 
Cunningham was testing a Cadillac sedan and a special-bodied 
Cadillac around Le Mans. European reporters dubbed Briggs’s 
special ‘““The Monster” because the roadster’s mammoth hood 
seemed more suitable for warfare than racing. Cunningham’s 
first special entry in France’s 24-hour classic finished 11th, the 
sedan 10th. 

Beaten but eager to try again, Cunningham returned to the 
United States and a preview of Chrysler’s V8, a powerplant 
he thought could win Le Mans. The result was a team of 
Chrysler-powered roadsters for the 1951 race. These were the 
famous C-2 models made from Chrysler, Oldsmobile, Cadillac 
and Dodge Truck parts. They were on a 100-inch-wheelbase 
chassis, with four-carburetor 331l-cubic-inch Fire-Power V8s. 
Coil springs were used all around, with a de Dion rear axle. 

One car spun and was wrecked. Another had mechanical 
trouble. The third ran out of main and connecting rod 
bearings, but finished 18th. Their fault was weight for at 3400 
pounds dry, a C-2 weighed 700 pounds more than its heaviest 
competitor. According to Cunningham, cost of four C-2s 
(three for racing — one for training) was $100,000. All wore 
the checkered flag Cunningham trademark, later picked by 
Chrysler for identification of the first Chrysler 300s. 

A third chapter of the 300 story was being formed in Italy 
where, in 1951, famous body-builder Ghia was designing a 
beautiful new coupe with Virgil Exner, chief stylist of the 
Chrysler corporation. 

The two-tone blue Exner-Ghia was still under construction 
when Cunningham, back from his 18th place at Le Mans, 
began needling Chrysler’s engineering department for more 
horsepower. Engine specialists put a Fire-Power V8 on the 
research dynamometer and cranked out 310 horsepower using 
four single carburetors on a double-runner manifold, and a 
260-degree-duration cam. 

Shortly afterward, Chrysler Corporation scheduled an 
engineering show in New York. Sales promotion men had a 
production Fire-Power engine painted and chromed to 
simulate the engine that actually produced 310 horsepower. 
It was “married” to the recently arrived Exner-Ghia coupe, 
as the K-310 engine and car. Displayed at the show, it was 
Chrysler’s first high-style coupe with a performance message. 
However, despite reports to the contrary, the K-310 coupe 
never rolled an inch with the 310-horsepower engine in it. 

In June of 1952 Briggs Cunningham appeared at Le Mans 
with his Chrysler-powered C-4R models: two roadsters and a 
coupe. They were 600 pounds lighter than the 1951 cars, and 
had 300-horsepower V8s under the hood. Cunningham 
engineer Briggs Weaver designed a beautiful five-speed box 
to match the engine. Two were built but a minor lubrication 
fault sidelined them in practice in favor of 3-speed Cadillac 
boxes. Downshifting from high speeds with only three cogs 
led to over-revving and valve gear problems that retired the 
cars. A Mercedes-Benz won, averaging 96.67 mph. A 
Cunningham roadster, which Briggs drove 18 hours without 
relief, finished fourth, averaging 87.15 mph. The coupe 
retired after skidding into a sand pile with valve trouble and 
the other roadster swallowed a valve after running fifth for 
four hours. 

One Le Mans rule was that all cars entered must be 
production prototypes, which forced Cunningham to make 
and sell at least ten cars to qualify entry of his Chrysler- 
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powered bombs. Prices quoted by Cunnningham in 1952 
were: Sedan $9,000; Convertible, $10,000; Race cars, $15,000. 

A fourth section of the 300 story was quietly gathering 
steam in Chrysler engineering laboratories as an offshoot of 
Cunningham and K-310 activity. This was a group of four V8s 
built for the 1953 Indianapolis race. Chrysler carried its 310- 
horsepower experiment a step farther with Hilborn injection 
and extensive internal changes, producing 400 bhp from the 
stock displacement. In the fall of ’52 this brute was bolted 
into Murrell Belanger’s Kurtis chassis and tested at the 
Brickyard by Joe Sostillio. It averaged better than 135 mph 
for 140 miles and ran a total of 900 test miles without even 
a change of spark plugs. 

The above performance made the stock-displacement 
Chrysler a strong Indy contender but by no means a certain 
winner. Nevertheless, a preliminary decision to allow 331- 
inch stock-based engines in the race was withdrawn in 
December, 1952, to protect the investment of car owners in 
Meyer-Drake engines. Belanger and Chrysler didn’t give up. 
In the time remaining they prepared four engines with 
strokes reduced to bring displacement down to 271 cubic 
inches. These developed 372 bhp at 5800 rpm on methanol, 
an impressive peak figure, but they no longer had the mid- 
range punch that Indy requires and none of the engines 
made the starting line. 

These engines plus two cars were sold to the Firestone 
Tire and Rubber Company for their well-known racing tire 
experiments. One V8 ran a whole season of 160-170 mph 
testing without need for mechanical attention. Though 
Firestone has since changed over to (Continued overleaf) 


Production Cunninghams, with Vignale bodies, used the Chrysler Firepower 
engine equipped with a special log-type manifold with four carburetors. 


Virgil Exner’s Ghia-built K-310 had styling details later used on the 
Imperial, but a smooth basic shape that inspired the first 300’s lines. 
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| kes, of C-4R Cunningham was in 1952 at Bridgehampton, where 
Uncovered front end of C-5R Cunningham reveals gigantic 17-inch brakes, _First 
i intricate Phil Walters led the field easily before aust pipe 
cylindrical aircraft-type oil cooler ahead of radiator, and the intricate Phil Walters le with eae ing vents for t 
i. : and the Houdaille-damped solid front axle. | wheels were then used with cast-in centr cooling vents for | a 
_ Typical Cunningham egg-crate grille, as on C-5R below, has bold feel that inspired original Chrysler 300 styling studies as author shows next month. 
if 
& 


Pontiac power (SCI, April, 1960) it still owns these very 
special engines. 
é A Chrysler engineer recently told Car anv Driver, “The 
~ Indianapolis project’s contribution to our knowledge of 
nA performance was immeasurable. Without such experimental 
e race engines, we couldn’t have been successful with the 
Chrysler 300 package. As to ram induction, this is where we 
learned to do it.” 

By 1953, Chrysler was deep in correspondence with auto 
enthusiasts who found the Fire-Power V8 a storehouse of 
performance. Cunningham’s efforts at Le Mans and _ the 
Indianapolis specials whetted the hot-rodder’s appetite for 
maximum performance. A  Chrysler-powered Bonneville 
streamliner ran 235.991 mph. Third place in the 1952 
Mexican Road Race was nailed by a Chrysler that came in 
= only 16 minutes after the winning Ferrari. These combined 

pressures led to the last-minute announcement of an extra- 
~ cost “Heavy Duty” engine and suspension package, which 
7 Chrysler engineers hoped would be a winner in the 1953 
Mexican Road Race. The package included an engine of 
increased compression ratio, roller tappets on a wild cam of 
fantastic duration and i dual-quad manifold. Underneath 
rs the chassis were “Air-Lift’” suspension stiffeners, stabilizer 
bars front and rear, disc brakes borrowed from the Imperial 
and extra-duty axles. 

During the third Mexican Road Race Chrysler Division’s 
chief engineer, Bob Rodger, went to Mexico as an observer. 
As Bob remembers it, “From 1950 to 1953, there was a lot of 


: interest in the Mexican Road Race. Though we didn’t win, 
= we, learned a lot about suspension and handling we could 
sist never have discovered any other way. We shifted to Imperial 
— wheels because they were stronger and wire spokes let brakes 


cool faster. Mexican cars had export springs and shocks, plus 
Imperial front suspension, front axle stubs and rear axle 
shafts. We placed fifth in the stock car class, 28 minutes 
behind the winning Lincoln.” 

While Chrysler was building its Indianapolis engines and 
working to produce a winning Mexican Road Race car, 
Briggs Cunningham was preparing his new 2600-pound C-5R 
roadster for the 1953 Le Mans event. The new Cunningham- 
{ Chrysler V8 used roller tappets, sweeping headers, larger 

valves (due to appear later in the 1957 300C), and 7.5 to 

one compression ratio to produce 310 horsepower on the 

80-octane gas used at Le Mans. (This Cunningham engine 
obviously was closely related to the 331-inch Indy power- 
plant; close liason was maintained with Chrysler through a 
ES Mr. Butterfield there.—Ed.) 

The C-5R chassis was unusual in having solid axles both 
front and rear. This idea came from Phil Walters, who felt 
it would suit the smooth surface of Le Mans, and was 
executed by Briggs Weaver. The simple tube frame was 

i torsion-bar-sprung to the axles, which were located by long 
— parallel radius rods. This layout worked well in the race, 


where the C-5R handled well and, unlike its team-mates, ont in, 48 
required no tire changes. Other C-5R features included an cyt. tare, 2.37 in 
Italian Siata four-speed gearbox and gigantic 17-inch brakes 
which were sufficient in size but deficient in design because 
the beautiful cast aluminum shoes wouldn’t adapt themselves 
to changes in the drum contour. Nevertheless they had whe vette on 
| Ferrari-like parallel action and fully automatic adjustment. a 
t | Backing the C-5R were two improved 1952 Cunningham nee 


C-4Rs. Spare parts included 36 mounted tires, 16 brake 5 
drums, three transmissions, two complete engines, 1500 spark Trom vine! 
plugs and 24 rolls of toilet paper. The C-5R, driven by Fitch —_ ss sen 
and Walters, finished third, only six laps behind the winning ; Be iponte 
Jaguar. Seventh place in 1953 was taken by Cunningham and Suenp goa 
Spear, driving the revitalized 1952 C-4R roadster. Moran and 
: Benett, driving the C-4R coupe, came in tenth. Average speed 
ee of Cunningham’s C-5R was 104.14 mph, to the winning 
z Jaguar’s record 105.85, for 24 hours! (Continued on page 70) 
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piston, roller tappets. larger 


ear view of the potent bent-eight shows muttipie-disé clutch 
magneto replaces originay distributor. 
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in Grand Prix racing as she has through 1960. On 
the other hand, without a myriad makers of vital 
bits and pieces like tires, tubing, tachometers 


and tie rod ends, Cooper Lotus! 


by Richard Bensted-Smith 


& “Ford Vanadium,” said the Model T catalogue half a 
century ago, “is Ford Steel. Vanadium steel, scientifically 
heat-treated, has made it possible for the Ford Motor Com- 
pany to build a car extra light in weight and yet tremen- 
dously strong.” This piece of publicity is gratuitous and we 
anticipate no reward from Dearborn. It merely illustrates 
one of two ways you can go about building an automobile. 
Henry's breathtakingly simple way was to buy his own 
Vanadium mine. The way of men like Colin Chapman 
and John Cooper, who have just the same ideas on strength 
and weight-saving but make about as many cars per year as 
the Ford Motor Company has vice-presidents, is to screw 
together the pieces provided by a couple of dozen fairy god- 
mothers called Dunlop, Ferodo, Vandervell and so on. There 
are, we'll allow, several methods of screwing things together; 
some work better than others and in consequence win races. 
Exactly why they do is a problem which no doubt exercises 
the minds of Chapman and Cooper (as well as Berthon and 
Nichols), because this year, more even than before, the 
British Formula | contingent will be a lot of different ar- 
rangements of the same bits. 

The merit or otherwise of buying-out depends largely 
on why you go racing. Assuming the Number One reason 
is that you want to win, Number Two is probably to make 
money, either by selling racing cars or by attracting enough 
publicity to sell some other product — passenger cars in the 
case of Porsche, Mercedes and to some extent Lotus; indus- 
trial goods generally in the case of B.R.M. Either way, you 
try to relate what you race to what you sell (we're talking 
of manufacturers, before anyone asks which part of a rac- 
ing car looks like a Yeoman Credit Easy Payment). It’s 
been proved that race-winning brings engineering prestige 
that will sell a Rubery Owen washing machine or die-casting, 
so the more of the B.R.M. is built by the Owen Organisa- 
tion the better. The same, more directly, goes for Porsche, 
whereas Cooper and Lotus have never sold anything but 
cars with proprietary engines. 

The engine, naturally, is the biggest bought-out bit, and 
there’s good reason for having it this way. For the first 
months of the new formula even B.R.M. will be joining the 
Coventry Climax queue along with Lotus, Cooper, Elva, 
Emeryson and anyone else who feels like having a go and 
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can pay for it. They won’t, maybe, have a winner to start 
with, in the face of the 190 galloping Modena horses cur- 
rently being claimed for Enzo Ferrari’s wide-angle V6. What 
they will have is a cheap, reliable and familiar four-cylinder 
device of which Coventry Climax built between two and 
three hundred over the past three years. Since Lotus, for 
example, made about a hundred single-seaters in 1960 but 
only a couple of dozen of them for Formula 1 and 2, this 
makes sense both in hard cash and in picking out the bugs. 

The twin-cam Climax is not an enlarged, tuned firepump 
engine. It began as a completely new 1475 cc design in 1957, 
when the original firepump unit had been stretched by 
440 cc and 65 bhp and it was clear that single cams were 
going to be démodé for the coming Formula 2. It is never- 
theless a sidekick of an old and respected name in industry, 
which builds machinery like fork-lift trucks and generating 
sets. Coventry Climax has far bigger resources of money and 
engine know-how than anyone, building cars on the Cooper- 
Lotus scale. Because they are in the business for the sake 
of their bank balance (and the good of their own name) 
they have perhaps concentrated on making engines that keep 
going, rather than going like a bomb; conversely, though 
there is certainly a longer string of O’s in the bank after 
Alfred Owen’s name, the sheer number of Climax engines 
about the place is worth a lot in development experience. 

The mention of money raises an interesting point. Lotus 
personnel, when we went to see them, were laughing 
heartily at an article in an English magazine suggesting that 
whereas Porsche racing development had to be paid for out 
of the firm’s meager sale of 6000 or 7000 cars a year, the 
British racing car manufacturers had a powerful subsidy 
from their national industry. It’s quite true that if your name 
is Chapman or Cooper you won’t pay much for spark plugs 
— possibly even the other way around — but with the excep- 
tion of a few items from people like the oil companies who 
impartially support the works teams of Britain, Germany or 
any other country, the racing car boys do not go shopping 
with Monopoly bills. The terms for other peoples’ research 
are strictly cash; another universal provider to the British 
cars is Joseph Lucas Ltd., which makes a fine four-cylinder 
magneto — at around $150 each. 

The Lucas mag. is standard equipment on the Climax 
engine as used by Cooper, Lotus, Elva and others, as well 
as on the 214-liter B.R.M. It’s worth recalling, perhaps, 
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that when the V16 B.R.M. project was formulated as a joint 
enterprise by British industry in 1947, two of its most power- 
ful supporters (with hard cash) were Alfred Owen and 
Bernard Scott, then boss of the Lucas concern. Another 
piece of Lucas gear which is going to cover a lot of miles in 
1961 is the electric starter now ordained by the F.1.A. Like 
the magneto it is the universal choice, which is hardly sur- 
prising since very few cars in Britain are started by anybody 


will provide the necessary battery for everyone, too. B.R.M. 
and Cooper certainly have, it. Lotus when last seen was in 
process of trying to convince Lucas that its 26-ampere-hour 
battery was better than it (Lucas) thought. Having been 
told that the capacity was adequate for only two starts the 
Lotus men used a Varley aircraft battery of similar size for 
a day’s testing, and not only started 11 times but had one 
more from cold the following morning. 


else. At the time of writing it is not clear whether Lucas 


Other names were associated. 


(Continued on page 68) 


COOPER 


LOTUS B.R.M. ELVA 
1 Engine Coventry Climax Coventry Climax Coventry Climax Coventry Climax 
2 Radiator Serck Serck Lawrence Serck 
3 Water hose John Bull all makes Spencer Moulton all makes 
4 Carburetors Weber Weber Weber Weber 
5 Fuel pump Chandler Evans Chandler Evans Plessey Plessey 
6 Fuel pipes plastic tube plastic tube Aeroquip plastic tube 
7 Fuel filter Vokes AC Vokes AC 
8 Fuel tank Cooper Lotus Fireproof Tanks Ltd. Elva 
9 Oil pump Coventry Climax Coventry Climax B.R.M./Climax Coventry Climax 
10 Oil pipes Oil Feed Engineering Oil Feed Engineering B.R.M./Aeroquip Oil Feed Enginering 
11 Oil cooler Serck Serck Delaney Gallay/Lawrence Serck 
12 Oil filter Tecalemit Purolator Purolator Tecalemit 
13. Spark plugs Lodge Champion KLG Champion 
14 Magnetos Lucas Lucas Lucas Lucas 
15 Starter Lucas Lucas Lucas Lucas 
16 Battery Lucas Lucas/Varley Lucas Lucas 
17 Instruments Smiths Smiths Smiths Smiths 
18 Gearbox Cooper Colotti/Lotus B.R.M. Elva 
19 Clutch Borg & Beck Borg & Beck Borg & Beck Borg & Beck 
20 Clutch facings Ferodo Ferodo Ferodo Ferodo 
21 Final drive Cooper/ZF Lotus/ZF B.R.M ZF/Elva 
22 Drive shafts Hardy Spicer Hardy Spicer B.R.M Hardy Spicer 
23 Universals Hardy Spicer Hardy Spicer B.R.M Hardy Spicer 
24 Suspension joints Cooper/Thompson Thompson/Heim/Metalastik/ B.R.M Thompson/Heim 
Silentbloc/H. Clayton-Wright 
25 Tie rod ends Thompson Thompson B.R.M. Thompson 
26 Front suspension posts Cooper Alford & Alder B.R.M. Alford & Alder 
27 Springs Terry Armstrong units Jonas Woodhead Armstrong units 
28 Shock absorbers Armstrong Armstrong units Armstrong Armstrong units 
29 Hub bearings Timken/Ransome & Marles Timken/Fischer/Skefco Hoffmann Skefco 
30 Brakes Girling Girling Dunlop Girling 
31 Brake pads Mintex Ferodo Mintex Ferodo 
32 Wheels Cooper Lotus Dunlop Elva 
33 ‘Tires Dunlop Dunlop Dunlop Dunlop 
34 Steering wheels Cooper Derrington B.R.M. Derrington 
35 Driving mirrors Radyot Leston Stadium Derrington 
36 Seats Cooper Lotus B.R.M./Dunlopillo Elva 
37 Fuel and oil Esso Esso Shell not yet signed 
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Sicilian 


Spectacle by Peter Coltrin 


Ancient, 


® Just as some counties and states are con- 
sidered ‘““weathervanes” to results in nation- 
al elections, some observers feel “‘as Syracuse 
goes, So goes the season.” It is, of course, an 
oversimplification, but results in the first 
major Grand Prix of the season could indi- 
cate a Ferrari sweep in 1961 and the renais- 
sance of Italian drivers winning in the 
blood-red cars. 

The hint of things to come suggested by 
the April 25 Syracuse G.P. received further 
emphasis five days later when the action 
shifted northwest across Sicily to the Paler- 
mo area for the Targa Florio. Again Ferrari 


\i.claimed an. outright. win, but this, like the 


embattled Sicily cheers as Ferrari repels Porsche and Cooper invaders. 


one at Syracuse, saw Porsche threatening 
all the way. The 3.4-mile Syracuse circuit 
consists mainly of high-speed bends with 
one hairpin and two 90-degree turns. Stir- 
ling Moss set the lap record in a Vanwall in 
1957, clocking 1:54.38 (107.41 mph), a time 
nearly equaled by Dan Gurney this year. 
The XI Gran Premio Siracusa was held 
on Tuesday, April 25, a Sicilian holiday com- 
memorating the World War II Allied land- 
ings. The first practice session was held on 
Sunday and lacked any English participa- 
tion since most of the cars and all of the 
drivers were enroute from England, having 
participated in the race at Aintree the day 


| 
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before. Scuderia Centro Sud was represented with two 
Cooper-Maseratis for Bandini and Natili, two young Italians 
emerging from the Formula Junior and sports car ranks 
respectively. Bandini’s car was fitted with a Colotti gearbox 
and had coil springs all around while Natili’s Cooper had 
a Cooper gearbox and leaf springs at the rear. 

Equipe Nationale Belge had two Emeryson-Maseratis for 
Gendebien and Mairesse. These also used the Colotti gear- 
box-differential units. Gurney and Joe Bonnier were repre- 
senting Stuttgart with what were essentially the 1960 F.2 
Porsches. The Cooper-Climax of Maurice Trintignant was 
there, entered by Scuderia Serenissima. During the winter, 
Colotti made some changes on this car’s front suspension 
and his gearbox is used here also, but a leaf spring is re- 
tained at the rear. It’s the former Rob Walker car. 

The rest of Sunday’s practicers consisted of private en- 
tries, including Seidel with a Lotus-Climax, except for the 
F.1.S.A.-entered, factory-maintained and supervised Ferrari. 
F.I.S.A. (Federazione Italiana Scuderie Automobilistiche) is 
comprised of the major Italian racing teams in conjunction 
with the Italian Auto Club. Its purpose is to find and pro- 
mote Italian driving talent and toward this end Ferrari has 
put at its disposal, for Italian events, a F.1 car for this season. 
As its first candidate, F.1.S.A. selected 25-year-old Giancarlo 


45th Targa Florio 
April 30, 1961 
Ten laps, 45 miles per lap 
(first ten finishers only) 


1 von Trips/Gendebien Ferrari 6:57:39 

(64.13 mph) 
2 Bonnier/Gurney Porsche 7:02:03 
3 Herrmann/Barth Porsche 7:04:14 
4 Vaccarella/Trintignant Maserati 7:28:49 
5 Maglioli/Scarlatti Maserati 7:40:04 
6 Pucci/Linge/Strahle Porsche 7:48:25 
7 Hanstein/Linge/Strahle Porsche 7:50:53 
8 Rosinsky/Costen Alfa Romeo 7:59:08 
9 Coco/“Sand” Alfa Romeo 8:06:14 
10 “Kim’/“Tom” Alfa Romeo 8:06:48 


Fastest Lap 
von Trips (Ferrari) 40:03.4 (67.5 mph) 
XI Syracuse Grand Prix 
April 25, 1961 
56 laps, 3.4 miles per lap 


1 Baghetti Ferrari 1:50:08.2 (104.03 mph) 
2 Gurney Porsche 1:50:13.2 
3 Bonnier Porsche 1 lap behind 
4 Brabham Cooper-Climax 1 lap behind 
5 Salvadori Cooper-Climax 2 laps behind 
6 Bandini Cooper-Maserati 3 laps behind 
7 Clark Lotus-Climax 3 laps behind 
8 Moss Lotus-Climax 4 laps behind 
9 Seidel Lotus-Climax 7 laps behind 
10 Boffa Cooper-Climax 7 laps behind 
11 Mairesse Emeryson-Maserati 14 laps behind 
12 Pirocchi Cooper-Climax 19 laps behind 


Fastest Lap 
Gurney (Porsche) 1:54.9, (106.84 mph) 


Graham Hill pushed his car over the finish line, 
apparently finishing 7th, but officials missed it 
and listed him retired on 53rd lap. 
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Baghetti from Milan, a successful Formula Junior driver last 
season in a Dagrada who drove briefly with Mairesse at 
Sebring this year. Syracuse was to be his first outing on a 
F.1 car. His Ferrari was last year’s car still fitted with the 
65° V6 engine. Ferrari himself had entered a F.1/61-120° 
with Richie Ginther to drive it, but at the last moment the 
car was withdrawn due to oil pressure problems (since 
solved) . 

At the end of Sunday’s practice, ‘“‘new boy” Baghetti had 
put in the fastest lap — 1:58.8 — equaling Moss’s 1960 For- 
mula 2 record. Dan Gurney, who really had to extend him- 
self, was second fastest with a 2:00.1, followed by Gendebien 
and Bonnier. Everyone was impressed with the Ferrari’s 
performance but many observers felt that the arrival of the 
English “aces” the following day would change the picture 
and that Baghetti would find the going considerably tougher. 

Ready for the second day’s qualifying were Moss, Ireland 
and Clark with Lotuses. Brooks and Graham Hill were 
present with their B.R.M.-Climaxes. Brabham had a new 
1960-type Cooper-Climax as did Yeoman Credit with cars for 
Salvadori and Surtees.’ The latter’s car had a special body, 
being sleeker and seemingly more aerodynamic; it also 
sounded and performed the best of the Coopers. Toward the 
end of practice Baghetti again set the pace with a lap at 
1:57.0 which was just beaten by Gurney with 1:56.9. These 
two shared the front row with Surtees (1:57.8). The second 
row was comprised of Graham Hill, Brabham and Bonnier 
while Moss had to settle for the third row along with Salva- 
dori and Ireland. 

Nineteen cars started the race. At the drop of the flag 
Surtees burst into the lead, followed closely by Gurney and 
Bonnier. At the hairpin Baghetti, who was in the middle 
of the howling pack of pursuers, got sideways but recovered 
in time. Continuing the chase, he began picking off the 
front-runners one by one. By the sixth lap he had passed 
Surtees who was second to Gurney and then passed the 


under the auspices of FISA, a group to aid new Italian drivers’ careers. 


Porsche into the lead. Surtees was out on the ninth lap with 
a broken fuel pump and Bonnier was third. Gradually the 
three front-runners began to separate themselves from the 
rest of the field. Brooks, whose B.R.M. had never seemed 
to run properly, blew up on the 90-degree turn prior to 
the pit straight. Brabham and Moss, their engines sounding 
ragged, faded out of contention although Ireland, who had 
been going well, went out with a bang when he struck a 
hay bale and bent the front suspension. 

Though outpowered by the Ferrari, Gurney never let up 
the pressure, waiting for Baghetti to make a mistake. To 
the young Italian’s credit he drove (Continued on page 74) 
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Joe Bonnier wraps the two-liter Porsche RS through the mountains of the Targa Florio as he and team- 
mate Dan Gurney pressed the Trips/Gendebien Ferrari. Brand new, even in style, it was unpainted. 


Most of the faces in the crowd seem to express doubt whether the Type 63 Maserati is una bella 
machina. It's using both Borrani and Dunlop (rear) wheels as Maglioli whips it through a corner. 


Surtees’s Yeoman Credit Cooper appeared sleeker than the rest of its clan. It also sounded better and 
went well enough to get John a front-row starting position only to be eliminated with fuel pump trouble. 


Moss drove the Camoradi 1978 cc Porsche within 
four miles of possible victory only to have its 
rear end fail as he resisted Trips’s onslaught. 


Try this in your home town! The gentlemen on 
the corner look only mildly concerned as the 
Vaccarella Maser practices in Campofelice for 


the Targa, one of the last genuine road races. 
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SERVICE 
WITH A SMIRK 


by James Coyle 


That ill-kempt teenager who is 
smearing your windshield didn’t come 
by his technique naturally. 
Where did he learn his 
stuff? For an answer 
park over by the air 
hose and read the 
following inside story 
on a school 
for slobs. 


@ “Oops!” the station attendant said, spilling a half- 
gallon of gas as he watched an attractive slack-clad pair 
of buttocks pass down the street. ‘‘Gotta be psychic to 
tell when this tank’s full.” 

“It’s only Ethyl,” | said. “At 40.9 a gallon.” 

Once more | marveled at the art that enables a service 
station attendant to misjudge the capacity of your gas 
tank consistently, forget to replace your radiator cap 
and unfailingly leave oily handprints on your fender after 
an engine check. Where does he acquire these skills? 

My quest to find an answer led me a week later to 
the Behemoth Oil Company’s Advanced School For Sta- 
tion Management. There, in his oak-paneled office over- 
looking the quad, | talked to the school’s dean, Dr. 
T. C. P. Tailpipe. 

“You're in luck,” Dr. Tailpipe said, shaking my hand 
warmly. ‘‘A new class starts today.” 

| wiped off a deposit of grease left on my palm by the 
doctor's handshake and asked, ‘What are your entrance 
requirements, sir? Or is a candidate recommended by 
his Congressman?” 

“Not exactly,” the doctor said, stroking his vandyke 
thoughtfully. “We eliminate the obvious misfits by written 
examination; an 1.Q. of 75 or over automatically disquali- 


fies a man. We also investigate reading habits. An. 
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habitual comic book reader, for example, is a good bet.” 

“That figures,” | said. “What is the first thing the 
student learns?”’ 

‘How to grease himself.”’ Dr. Tailpipe rose and went 
to the window. “There’s our freshman class,” he said, 
pointing to a group of youths clad in Behemoth’s dis- 
tinctive white coveralls. Lined up before a large barrel 


labeled “Grease,” each man in turn carefully smeared 
the goo over his hands, elbows and the seat of his pants. 
“Now you see why your upholstery is covered with 
grease after a simple lube job.” 

‘What stumps me,” | said, “is why my windshield is 
always dirtier after cleaning than before.” 

“I'll show you,” the dean said, picking up his Doctor 
of Motors hat. “Let's visit some classes.” 

We strolled across the campus until we reached an 
installation which duplicated exactly the mammoth juke- 
box appearance of a large modern service station. A 
car was drawn up at one of the islands and a group of 
students clustered around an instructor who held a 
spray bottle and paper towel. ‘Windshield Tactics |,”’ Dr. 
Tailpipe whispered to me. ‘‘Listen.” 

‘Messing up a windshield isn’t as easy as you might 
think,” the instructor was saying. “The mixture of cig- 
arette ashes and dirty dishwater used in the spray 
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pottle helps. So does the abrasive compound in the 
towel. Mainly, though, it takes study, application, plain 
old hard work...” 

“This group’s next subject will be Filling the Tank,” 
the doctor said as we moved away. “The trick is to spill 
enough gas to boost your gallonage but not enough to 
earn a paste in the eye from the customer.” 

_ At another island a group was assembled about a car 
with the hood up. The instructor was demonstrating how 
to check the oil level. 

“Note,” he said, “that | remove the stick, wipe it off in 
such a way as to leave a gob of oil on the fender, then 
return the stick. | remind you that demerits are incurred 
for wiping the oil off the fender.” 

“Later in the course,” Dr. Tailpipe explained, “the 
student learns the art of leaving off the radiator cap. 
without detection by the customer. Due to the exposed 
position of the radiator, this requires more skill than 
leaving off battery caps. Indeed, you might say it sep- 
arates the men from the boys.” 

We next entered a large building labeled “School of 
Lubrication and Tuneup.” The doctor introduced me to 
the dean, Professor Griesenick. 

“Emphasis here is on the Plus Sale,” the professor 
said. As he talked he toyed with a grease gun, idly 
tracing a dollar sign on the back seat of an open con- 
vertible. ‘For example, the student learns to replace all 
engine oil, oil filters and spark plugs at the drop of a 
hat, regardless of their age or condition.’’ He winked. 
“Unless, of course, the customer thinks to instruct him 
otherwise.” 

“Sly dog, Griesenick,” Dr. Tailpipe said with a laugh. 
“You forgot to mention that students are also taught to 
suggest a major tuneup every 500 miles.” 

“| get one every six months,” | said. 

“! get one every two years,” Dr. Tailpipe said. “We 
were talking about the customer.” 

Once more out on the campus, we passed a mockup 
of a row of station restrooms. Students were practicing 
locking the doors. 

“In our course on Restroom Procedures,” the doctor 
said, ‘‘we place utmost importance on the locked-door 
policy. It cuts down tremendously on restroom traffic, 
and thus on the cost of maintenance and supplies, if sc 
customer has to ask for a key.” 

see,” | said. “Hey, over there, look out!” 

Out of the corner of my eye | had been watching a 
group of students gathered in a parking area a short 
distance away. Now a gray-haired man with pince-nez 
was in the act of backing a Cadillac sedan at high speed 
into a space that hardly seemed wide enough for a 
Volkswagen. There was a crunching sound, but the 
Caddie squeezed in. The students cheered. 

“That’s Professor Gearstrip,” Dr. Tailpipe said. “Ter- 
rific, isn’t he?” 

“What does he teach?” | asked. 

“He occupies our Chair of Fender-bending. A most 
important skill if a station has parking facilities. And a 
real money-maker if you have a body-and-fender shop 
in connection.” 

We were again passing the model station and | noticed 
a student cleaning the windshield of a Chrysler Imperial 
while he chatted gaily with the driver, a beautiful blonde. 
On the other side of the island sat a man in an old-model 
Ford, glaring impatiently at the téte a téte. 

“A student in our graduate school,” Dr. Tailpipe said. 
“Doing research for his Master’s.”’ 

“What do you suppose his subject is?” 

“Something like Aspects of Keeping the Customer 
Waiting. There’s an art to judging just how long you can 


ILLUSTRATIONS: MARVIN GLASS 


keep a customer dangling before he gets mad and 
drives off. As you can see, this man is almost at the 
breaking point.” 

Back in the doctor's office after our tour | asked if 
many of the students washed out. 

“A few, unfortunately.’’ The doctor lit a cigarette and 
looked thoughtful. “Due mainly to a lack of moral fiber.” 

“How’s that?” 

“Take this young chap we had to let go last week— 
big man on campus too. He couldn’t learn to add up a 
bill to come out with a slight overage in the company’s 
favor. Said he just didn’t like the idea.” 

“Tsk, tsk.” 

“Others just aren't built to assimilate higher educa- 
tion. Only this morning | had a report on a student who 
was doing well in most of his subjects. But he couldn't 
pick up the knack of quietly cutting a fan belt or ripping 
a wiper blade as a means of upping accessory sales. 
Sad, really.” 

| rose to go. ‘Thank you, Doctor,” | said. “I'll cer- 
tainly remember what I’ve seen here today.” 

Dr. Tailpipe shook my hand and again | wiped off the 
grease film. He pointed to the wall bearing an enlarged 
replica of the school’s diploma. It carried a shield em- 
blazoned with a grease-smeared hand reaching for a 
greenback, under which was inscribed the motto, 
“Caveat Emptor—or Else!” 

“The ideal we strive for,’ Dr. Tailpipe said simply. 

| felt for my wallet, bade the doctor goodbye—and 
rode home on the bus. Where, | wondered, did bus 
drivers learn boorishness and the art of dropping the 
customer's change... 


31 


i 
EE >) 
+} J 
af g, 4 | 
7 | 
3 
4 
if 
#3. 
} 
| 
| 
| 


LANCIA FLAMINIA G.T. 


Slide into the shapely leather seat, swing shut the 
close-fitting aluminum door, fire up the unique V6 and 


discover how elegant earthbound motion can become. 


& Lancia of Italy builds expensive, luxurious cars, famed 
for sure-footed road manners and perfection of detail. In its 
largest series, the 214-liter V6 Flaminia, there are five body 
styles to choose from. There, is the factory’s own Pininfarina- 
designed four-door sedan, while on a 434-inch-shorter wheel- 
base Pininfarina builds a crisp, comfortable coupe which 
looks as closely related to the sedan as it is. On a wheelbase 
shorter by another 9 inches and with the same 131 bhp ver- 
sion of the V6, Touring builds the chic, elegant G.T. coupe 
(the subject of our test) and the delightfully handsome 
convertible while Zagato prepares the racily light and lively 
Sport coupes with their famous double-noggin notches. 
Though we put in some city driving on both Pininfarina 
models, we lived with the Touring G.T. coupe for more 
than 500 miles over the terrain where Lancias shine best: 
twisting, mountainous secondary roads. 

Each of these body types is notable for fine finish and a 
luxurious leather interior, with chair-height seating in the 
Pininfarina designs and sports-car-like “channeled” seating 
in the others. The G.T.’s seats have widely splayed backs 
but are quite easy to slip in and out of. All three cars were 
commendably untiring. 

Today’s Flaminia is a direct descendant of the much- 
admired Aurelia, the one single car which gave birth to the 
term Gran Turismo in the early postwar era. Some Aurelia 
features remain, while some have disappeared in the course 
of development. Remaining, of course, are its heart, soul 
and skeleton; the aluminum V6 with its longitudinally in- 


Lancia’s famed transaxle features wonderfully effective Dunlop disc brakes 
and lightweight de Dion axle. Latter combines both comfort and handling. 
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clined valves and the rear-mounted clutch and transaxle 
(only the name is new) at the ends of a frameless chassis. 
The vintage sliding pillar front suspension has been be- 
queathed to Morgan in favor of coil springs and unequal 
wishbones but the de Dion axle with leaf springs of the 
later Aurelias remains. 

The Flaminia’s rear axle-mounted gearbox has synchro- 
mesh on all of its four forward speeds. The floor-shift lever 
is a large-diameter steel tube cranked so that your hand falls 
on it naturally. A spring load must be overcome to place 
the lever in first or second positions; it is heavy but not as 
heavy as that which protects reverse, off to the lower right 
of the H pattern. The synchromesh is infallible but the 
overcentering spring of the easily depressed clutch pedal 
seems to delay fast engagement during rapid shifts. 

The V6 engine is very smooth throughout its range. It de- 
velops peak bhp at 5100 rpm and will go well beyond that 
although noisily. Such is the flatness of its torque curve that 
the car will accelerate smoothly in any gear from idle. The 
gear ratios are very well chosen and provide great flexibility. 
Third, with its range from 18 to 80 mph, is marvelously use- 
ful and pleasant. 

Even with its 165 x 400 Michelin X tires (the sedans use 
175 x 400) inflated to 30 psi, the G.T. coupe’s worm and 
roller steering is heavy under parking conditions. This be- 
comes light as soon as the car is rolling and is one of the 
world’s best systems at speed. The car tracks superbly at 
90 mph, asking to be driven all day long at that level. Only 
above 100 mph does slight wander set in. 

The car’s cornering behavior is superlative with one ex- 
ception: quick changes of direction produce pronounced 

(Continued on page 80) 


Unmistakably Italian in layout and fine finish, the Lancia G.T. has 
deep leather seats, sturdy four-speed all-synchro gears, vertical wheel. 


ROAD TEST: iss 
Displacement ......... 150.0 cu in, 2458 cc 
LANCIA FLAMINIA G. LF Dimensions . .Six cyl, 3.15 in bore, 3.21 in stroke 
= — inclined in 
ongitudinal plane, -crank rockers. 

Price as tested: $6847 POE 9.0 to one 
pap ‘an Calif Usable range of engine speeds 900-5600 rpm 
Corrected piston speed @ 5100 rpm ...2700 fpm 
Fuel recommended Premium 


x Top Speed 
Standing ‘e-mile 80 Suspension: F, ind., wishbones; R, de Dion 
axle, semi- -elliptic leaf ‘springs, Panhard rod. 
il & Turns, lock to lock ... 
Turning circle diameter between curbs ...... 
Tire and rim size ........ .165 x 400 (both) 
Pressures recommended........... F 28, R 30 psi 
me tye, swept area: F 1114 in, R 12 in discs; 
- Percentage on driving wheels .............. 50 
= 
DRIVE TRAIN: 
r Mph per 
2 Gear Synchro? Ratio Step Overall 1000 rpm 
Rev No 3.35 12.79 -6.0 
‘emperature 74°F 
20 Ist Yes 3.09 11.80 6.5 
45% 
- 7 2 3rd Yes 1.41 5.38 14.3 
41% 
4th Yes 1.00 3.82 20.1 
0 2 4 6 8 W 12 14 16 18 20 22 24 2% 28 
ACCELERATION TIME ~ SECONDS Final Drive Ratio: 3.82 to one. (3.92 with wider 
ratio gears in Pininfarina-bodied cars.) 
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from 
leathers 


mans: 
EDGAR 
BARTH 


by JESSE ALEXANDER 


A skillful driver on two wheels or 
four, Edy Barth escaped from East 
Germany to drive and win for Porsche. 


After World War II, Barth was quick to seek out motorcycle racing. At Hellerau, above 
left, he smiled for the fans; elsewhere he took impressive wins riding a Norton Featherbed. 


Edy’s early car racing efforts included rides in the East German AWE. In 1955 and 1956 
the cars competed in western Europe, but were outclassed by Porsches in the 1500 cc class. 


WAGNER 


FENZLAU 


> Born Wilfried Edgar Barth on January 26, 
1917, at Herold-Erzgeberge in what is now 
Eastern Germany, “Edy” (pronounced Ed- 
die) Barth shares his birth year with Maurice 
Trintignant, he and “Trint” being two of 
the elders of contemporary motor racing. 

By the time young Barth was out of school 
in 1933, an interest in car and bike racing 
had won him a job as apprentice in the 
thriving Auto Union factory at Zschopau. 
Within three years he had become factory 
test driver and in no time at all had his 
international competition license, riding 
Auto Union bikes on weekend races through- 
out Germany. Edy had amassed a total of 
25 gold, silver, and bronze medals by the 
time he was called into military service in 
1938. An army dispatch-rider career ended 
abruptly two years later when the sidecar 
outfit Barth was riding collided with a truck. 
Nine broken bones put him flat on his back 
for many months but at least he was judged 
unfit for front-line duty and spent the rest 
of the war safely lodged in a machine shop. 

Married by the time the war was over, Edy 
returned home, sought out the DKW factory 
at Zschopau in hopes of getting his old job 
back, but as work had not yet been started, 
he was forced to go into his mother’s textile 
factory as a steady but not-so-interesting 
source of income. 

As soon as fuel and two-wheeled racers 
were available again, Edy Barth was one of 
the first to be back in leathers. From 1949 
to 1953 he rode 350 Norton, DKW, and 
Triumph machines; in ’53 he pushed an ex- 
Rudy Knees “Featherbed” Norton to third 
place in the Schleizer Dreieckrennen. Car 
racing did not come along for Barth until 
1952 when the Rennkollektive Johannisthal 
asked him to join its stable. This “Renn- 
kollektive” was only another name for the 
Scuderia Johannisthal which was the basis 
for the EMW (and later AWE) racing team 
that was seen in Western Europe during 
1955 and ’56. Johannisthal itself was famous 
before and during the war as an aircraft 
development center possessing a large wind 
tunnel. 

The East German AWE sports cars had 
obviously been tested in this wind tunnel 
for they were aerodynamically very impres- 
sive. Their welded aluminum body closely 
followed the contours of the car’s chassis to 
avoid waste space and unnecessary frontal 
area. Huge “spats” covered the wheels. 
Mechanics and team organization were very 
Mercedes-like in their precision and serious 
attitude toward the job at hand. Unfortu- 
nately, the BMW 328 engine which these 
cars used as a basis for their twin-camshaft 
racing powerplant was not really up to the 
Porsches and despite some fierce competition 
(Avus, 1955) between East and West Ger- 
man cars the racers from Eisenach were not 
overly successful. Edgar Barth was easily 
their best driver but at the close of the 1956 
season when AWE announced it would not 
be racing any more, he was out of a job. 

When the Porsche factory asked Barth to 
drive one of its cars in the 1957 1000-Kilom- 

(Continued overleaf) 
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After the “international incident” following Barth’s win for Porsche 
at the ‘Ring, he joined the factory staff in racing and testing cars. 


Edy at the wheel of the EMW, an aerodynamic model used when the 
Communist team competed internationally. This is Nurburg, 1957. 


Barth drove the 1960 Porsche Formula 2 car at Modena. Having no fixed 
preference for F.1 over sports cars, he’s “just happy to drive.” 
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WEITMANN 


eter Nurburgring race he asked the authori- 
ties in the Eastern Zone of Germany for per- 
mission to accept. They didn’t say yes— 
they didn’t say no either, but they did not 
forbid him to cross over into West Germany 
to attend the race. Needless to say, once 
Barth got to Niirburg all the restrictions in 
the world couldn’t have kept him out of 
that RS Porsche. Not only did he compete 
that Sunday but he proceeded to win the 
race as well. Standing on the winner's po- 
dium, wreath around his neck, cup in hand, 
Barth suddenly realized that the national 
anthem being played in his honor was the 
West German Deutschland Lied; at that in- 
stant he knew that to return home would be 
disastrous and might even bring about his 
imprisonment. 

The news of Barth’s Niirburgring victory 
in the capitalistic Porsche stirred things up 
considerably in East Berlin’s Sport Kom- 
misar’s office. Edy’s license was revoked and 
a heavy fine was imposed “in absentia.” The 
F.I.A. later ruled that the East German sport 
authorities had no right to revoke Barth’s 
license and he was quickly granted a new 
one in the Federal Republic of Germany. 

Commencing work with Porsche in Stutt- 
gart that year, Barth began as a mechanic — 
but in the testing and development depart- 
ment. He was, of course, of considerable 
value as a test driver, and as a factory team 
driver his list of racing successes steadily in- 
creased. His best year was 1959, when he 
copped the European Hillclimb Champion- 
ship as well as the Targa Florio. 

He prefers races like the Targa Florio, 
loves the Niirburgring but has no great pref- 
erence between Formula | and sports cars. 
“I’m just happy to drive—any time, any- 
where,” said Barth. 

Leaving everything behind, including his 
70-year-old mother, Barth’s wife and son 
came through West Berlin in November, 
1957 to join him in Stuttgart where they 
now live. Barth’s present duties at Porsche 
include the responsibility for all of the fac- 
tory test cars as well as assisting Huschke 
von Hanstein’s racing department in looking 
after the needs of competition-minded pri- 
vate owners. 

Edy is most’ proud of the fact that he is 
the only German driver to receive top awards 
from both East and Western portions of his 
country. From the D.D.R. he was once hon- 
ored with the title of Meister des Sports and 
from the Bundesrepublik he won the Silber- 
lorbeer des Bundesprasidenten for his victory 
in the 1959 European Hill Climb Champion- 
ship. 

When looking for one descriptive term for 
Barth, the word “versatile” probably is the 
most suitable; he has driven almost every 
type of racing machine with skill and dis- 
tinction. His warm personality, intelligence, 
and technical ability have made him one of 
the most capable all-round men involved in 
racing today, and Porsche is fortunate to 
have him in its employ. —JLA 
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DOLPHIN 


During last November's Riverside Grand Prix, John 
Crosthwaite took a long look at the Formula Junior he and 
partner Bud Hull were building under the Dolphin tag. 
It was (and still is) a good car, but he was examining it 
alongside the newest models from England. 

“The comparison revised my entire thinking about Form- 
ula Junior,” says Crosthwaite. “Our existing car was too 
high; it had too much frontal area, a fact which was pain- 
fully apparent after looking at Lotus’s and Cooper’s latest. 

“We had always considered Junior racing a sort of mini- 
mum-cost beginner’s game,” he says, “and it can be. But it 
took only one look to convince us that we had to come up 
with something that would be competitive with the best 
in the world if we wanted to stay in the business of building 
race cars.” 

Thus was Dolphin’s Junior International motivated, con- 
ceived and born, all in extremely short order. The Inter- 
national succeeds but does not replace their first model, 
now dubbed the Club and still available. It was described 
here last December (“Dolphin Means Business’’) . 

Is the car as competitive as its builders claim? According 
to their factory driver, Ken Miles, whose racing reputation 
stands among the best, it is. Ken admits to considering (at 
one time) all Juniors as “dogs.” But that was before he 
drove the original Dolphin. It was good and he describes 
the new one as better. “In drawing a comparison I would 
say it handles equally as well as the Lotus, although a bit 
differently in detail. It is extremely comfortable and easy 
to drive. Best of all, it has no vices!” Strong praise coming 
from a man of Miles’s building-driving background. 

Even though Ken considers the car a potential winner in 
any Junior field, he believes it to be a good beginner's 
machine. “If anything,” he says, “it is too safe. That is, if 
a new boy masters this car and then climbs into a powerful 
sports car, he is likely to be in trouble simply because he has 
never been exposed to the tricks a mishandled race car can 
perform.” An example of “too safe,” according to Miles, is 
the fact that brakes may be applied in the middle of a 
turn without any qualms. 

Ken, incidentally, now has more than a passing interest. 
In addition to being the factory driver, he was recently ap- 
pointed western states distributor for Dolphin cars and com- 
ponents (Universal Auto, 4702 Vineland, North Hollywood, 
Calif.) , and he is devoting a great deal of effort to developing 
the car’s Ford powerplant. 
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With this rear-engined International 
model, U.S. factory-built Juniors 
come of age. Made to go against the 
hest Europe has to offer, this car 

is sure to make its mark in the 
hattle for Junior dominance. 


As with the original Dolphin, the International springs 
from the experience of Crosthwaite. The new car is actually 
one inch lower overall and two inches narrower in tread 
than the new Lotus. After finalizing their 71-pound mild- 
steel multi-tube space frame, the partners asked Dick Traut- 
man (who worked closely in building the Scarabs) to wrap 
it in aluminum. From this ultra-low prototype body, molds 
were built for the production of fiberglass bodies. Weight 
differential between the two materials is negligible; differ- 
ence in cost is considerable. 

The fiberglass bodies, produced for Dolphin by Livesay 
Fiberglass, E] Cajon, Calif., are among the finest quality we 
have seen. Absolutely smooth and ripple-free, they may be 
color-impregnated to the customer’s choice. So far the most 
popular color has been black. 

Front suspension is a subassembly based on a fabricated 
box section. Light tubular A-arms are unequal-length and 
utilize Dolphin coil spring-shock units that may be built 
to order for any car. Drilled backing plates are Fiat, mount- 
ing an NSU Prinz spindle. Included is a small-diameter anti- 
roll bar. Steering is rack and pinion —a Dolphin rack in an 
NSU housing. 

At the rear is the key to the Dolphin’s fine handling: a 
fully-independent suspension that can be adjusted to suit 
driver and course. Hub carriers are rugged but feather-light 
magnesium. Both upper and lower suspension arms are 
threaded to take Heim joints at their inner ends for turn- 
buckle-type camber adjustment. While the lower arm is A- 
shaped, the upper is a single tubular strut. As at the front, 
coil-shock units are used. Two long parallel radius rods, - 
which locate the hubs, are threaded and Unibal-jointed for 
toe-in control. Compared to the Club model, the Interna- 
tional’s rear roll center has been lowered about one inch 
to a point five inches above the ground. Also, the center 
of gravity is lower. 

While it is possible to design low-to-the-ground cars, no 
one has yet discovered a method of contorting the human 
body to fit. For this reason Dolphin seating is semi-reclining, 
angled back 40 degrees in a comfortably contoured fiberglass 
bucket. As with all their components, these seats may be 
purchased separately — $35 plain, $50 upholstered. A driver's 
arms reach out almost straight to the leather-covered 13-inch 
Derrington wheel. Any appreciable arm bend would soon 
find elbows colliding painfully with frame tubes. At 134 
turns lock-to-lock, the probability of (Continued overleaf) 
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Designer Crosthwaite checks roll bar support on new frame. Weight without brackets is 60 pounds. Outrigger diagonals meeting outboard at roll 
bar section take loads from unbraced cockpit area. Besides adding torsional rigidity they offer protection to the driver from side collisions. 


New body shape, with its reduced frontal area, helped car clock 116 mph its first time out on Pomona’s slow circuit. This is some seven mph faster 
than the old car’s time on the much faster Riverside track. Crosthwaite estimates that new model should do 125 mph on Riverside’s back straight. 
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changing hand positions on the wheel will be slim. 

Dolphin has 15-inch magnesium wheels cast to their speci- 
fications. They weigh only about eight pounds and are de- 
signed to pump air into the brakes. Installed on the front 
of the car are four-inch-wide rims; at the rear they have 
recently gone to a five-inch with excellent results. They also 
have a 414-inch-wide wheel available. These wheels, which 
have been tested and found many times stronger than com- 
parable steel units, are for sale at $65 each and offer wide 
latitude for other racing applications. 

As Formula Junior enthusiasts are aware, the engine cur- 
rently dominating the field is Ford’s Anglia, the 105E. This 
is the mill Dolphin uses, having switched from the now-out- 
classed Fiat. Modified by Superspeed of London, the fully 
balanced engine is rated at 86.5 bhp at 7600 rpm. Displace- 
ment is 980 cc with compression rated at 11 to one. A pair 
of two-throat 40 DCO3 horizontal Webers on a Dolphin- 
designed manifold feed the pump gas through mirror-like 
ports. 

Although Ken Miles is proceeding with engine develop- 
ment, any worthwhile improvements will be incorporated 
into Superspeed’s work. Dolphin prefers to buy engines 
ready to go, rather than operate its own modification depart- 
ment. At the moment Ken is shooting for something over 
90 bhp, which he feels he will need by the season’s end. And 
he feels that before the 105E has had its day it will not be 
uncommon to squeeze 100 horses out of the engine. Of course, 
as Ken says, “It gets a bit brittle up there.” 

Mounted aft of the engine is a Fiat 600 transmission-dif- 
ferential unit. Not only are these units sturdy and inexpen- 
sive to repair, a large number of ratios are available from 
various Italian manufacturers. Miles advocates leaving the 
transmission synchro rings out. He states that quicker shifts 
are possible — and there is no need to double-clutch. 

The fuel tank, which was under the driver’s knees on the 
original models, has been moved to the cowl. Of aluminum 
alloy wrapped in fiberglass, it complies with USAC safety 
regulations. Tank capacity is six gallons and as the car de- 
livers between eight and nine mpg while racing, the pos- 
sible race length is easy to determine. According to Miles 
two side tanks will be available for longer races. 

The first race at Pomona in the first International proved 
to be one of those tantalizing defeats that drive car builders 
crazy. Because he had not run on Saturday (and had had no 
practice in the car) Miles was started in 14th position for 
the Sunday event. He fouled a plug on the line and moved 


-off to a ragged start. Then the plug cleared and Ken began 


to move up. By race end he was in 2nd spot, only six sec- 
onds behind winner Jack McAfee in a Lotus. During the 
event Ken set a lap record for Juniors and was moving up 
so rapidly that it was McAfee’s good fortune that the race 
was not two laps longer. 

Dolphin Engineering is a young organization. In business 
since December 1959, it built nine complete cars in the first 
series, not counting the many kits and miscellaneous com- 
ponents sold. They have orders for three cars to kick off 
the Internationals and will undoubtedly receive more orders 
as the season progresses. Price of the complete car is $4895, 
ready to race. It comes with, of all things, an owner’s manual 
and spare parts list. They offer a $300 discount to anyone 
willing to shell out his cash in advance. Minus engine and 
transmission, the car goes for $3795, f.0.b. 1080 North John- 
son, El Cajon, Calif. Should tastes run to do-it-yourself 
techniques, there is a substantial saving. The International 
kit is $1995 while the Club is $1595, both engineless of course. 

Interest in the new car has been widespread, including 
some from England. Ex-Briton Crosthwaite says that he 
would like nothing better than to sell one in England. It’s 
not that it would open up a market, but it would inflate 
his ego considerably! —Wayne Thoms 
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Front suspension is virtually unchanged from the original Dolphin Junior. 
Unequal-length welded tubular A-arms are attached to NSU Prinz spindles 
on the wheel side with a coil spring and shocker set between the arms. 


DOLPHIN SPECIFICATIONS 


Engine Superspeed-Miles-modified Ford 105E 
Displacement 980 cc 

Power 86.5 bhp @ 7600 rpm 

Gearbox Fiat 600 

Number of speeds Four 

Wheelbase 88 in 

Tread 47 in 


Suspension type F, ind., wishbones, coils, anti-roll bar; 
R, ind., wide-based wishbones, coils. 


Brakes Fiat 600 Multipla drums 
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Dolphins can be had in sub-assembly kits. Above are some of the parts 
of the steering kit that includes Derrington wheel, and rack fitted in 
NSU housing. Rear suspension set (below) includes radius rod, upper and 
lower A-arms, combined spring and shock unit, and magnesium hub carrier. 
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& While the Lola was generally considered 1960’s most suc- 
cessful front-engined Junior, it was the year that saw rear 
engines dominate the scene. Following the sage if-you-can’t- 
lick-em-join-’em racing philosophy, the latest Lola Juniors 
are designed to equal or exceed performances of the rear- 
engined Lotuses and Coopers. Early tests of the new car 
have bolstered Eric Broadley’s hopes for a successful season. 

The Lola, despite its obvious mechanical similarities to 
other contenders, retains some individuality. Part of it rests 
in the distinctive fiberglass body conceived by Specialised 
Mouldings of Croydon. The driving position, too, is a de- 
parture from general practice, being much further forward 
than in contemporary cars. This is the result of the fuel 
and dry-sump oil tanks being placed behind the seat. The 
pedals are placed in front of the “axle” line yet control 
is said to be unimpaired. 

A further novelty is the ease with which the power unit 
and drive train can be wheeled away from the rest of the 
car by one man in about 20 minutes, simply by undoing four 
bolts and controls. The stiff space frame is made of | inch 
and 34-inch 18-gauge round, mild steel tubing, with the 
chassis consisting of a series of bulkheads. 

The Superspeed-modified 997 cc Ford 105E engine has dry- 
sump lubrication. With its two twin-throat Weber carbs and 
other modifications, it develops 85 bhp at 7200 rpm. Tilted 
15 degrees to the left, it allows the shift controls to pass to 
the modified VW gearbox which has five speeds forward. 
Ratios can be changed without removing the transmission 
from the car. 

The “factory” Lola will be driven by Peter Ashdown this 
year and Lola will support two other cars driven by 
Dick Prior and John Hine in major Formula Junior events. 
Cars are also being produced for sale with modified rear 
paneling to eliminate the “sagging at the middle” look of 
the prototype. 

With a full-scale Formula 1 machine only a poke and a 
stroke away from the latest Formula Junior practice, it’s also 
possible that Broadley’s new rear-engined Lola may be 
the progenitor of such an effort for 1962. —David Phipps 
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The new Broadley-designed 
Formula Junior follows the 
current trend up to a point. 
From there on it’s all Lola, which 
means race-winning ways 

through better road adhesion. 
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The Lola driver’s feet riestle between the front suspension members, yet Simple Broadley rear suspension has inspired Chapman, others. The effect 
despite his extreme forward placement neither the handling nor the looks | of added rear roll stiffness was experimentally assessed by fitting the 
are damaged. The effective “windshield” line starts below the wheels. two-leaf transverse spring, as shown here, between the lower wishbones. 


LOLA SPECIFICATIONS 


Engine Superspeed-modified Ford 105E 
Displacement 997 cc 
Power 85 bhp @ 7200 rpm 
Gearbox Volkswagen-based 
‘i Number of speeds Five 
4A Wheelbase 88 in 
A Tread 48 in 


Suspension type F, ind., wishbones, coils, anti-roll bar; 
R, ind., parallel radius arms and stressed half-shafts, coils. 
Brakes Finned drums, inboard rear 
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BOURGEAULT 


em “That's it in a nutshell —a rolling laboratory.” 

Nadeau Bourgeault was at his shop looking at his 
Formula Junior. He continued, “Body building and chassis 
design are my profession. When Formula Junior was intro- 
duced I realized it presented an excellent opportunity to dis- 
play my wares and experiment with chassis design.” 

That too-simple statement capsuled over two years of 
astute designing and meticulous building after business hours 
and on weekends. 

Back in the days of Stanguellini Junior dominance, Nade 
chose a rear-engine layout for its low polar moment (for 
twisty U.S. tracks) and fine traction, though from an appear- 
ance standpoint he would have liked a long hood. He also 
selected a Fiat engine, since hop-up components were already 
widely available for it. Bourgeault felt he had enough de- 
velopment work to do on the chassis without getting deeply 
involved with engine modifications. 

A Fiat engine was duly purchased from the local wrecking 
yard, as were the Fiat brakes, spindles and spindle supports. 
A VW transmission was chosen because with mods it would 
accept Porsche gears. Nade mated the Fiat engine and VW 
transmission with a magnesium plate and fabricated an inlet 
manifold for the Weber carburetors. He then took pictures 
of the entire unit, enlarged them to scale and transferred its 
configuration to drawing paper. He did the same with the 
drums and Borrani wheels. At this time a target front/rear 
weight distribution of 40/60 was selected for the desired 
handling characteristics and all components were weighed 
and placed on paper for this distribution. 

The design of the frame is fairly simple with straight- 
forward usage of 1, 34 and 54-inch square and round tubing. 
All tubing is of 18 gauge wall thickness, with the exception 
of the 34-inch, which is either 20 or 16 gauge depending 
on the location and usage. The weight of the bare frame 
is 58 pounds. 

On the subject of weight, the target of 880 pounds was 
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This one-off single-seater glows : 
with good workmanship and 
original thinking. It's a mobile 


test hed for the sophisticated 
suspension and construction 
ideas of builder Nade Bourgeault. 


only difficult to build up to. The car could have been built 
175 pounds lighter, but as long as there was a weight mini- 
mum, Nade’s thinking was along the lines of what would 
be necessary to stand the gaff of Formula | racing. As Bourge- 
ault put it, “If you’re going to have weight, you may as well 
have it functional. The car is actually excessively strong as 
a Junior.” 

The Fiat went through deep-breathing exercises. An eight- 
counterweight Giannini crank is used with Trione TR-20 
aluminum bearings. The bearings had to be chamfered to 
clear the large radii on the journals. (Continued overleaf) 


Front of Bourgeault Junior can be lifted by its lightweight nose. It’s im 
braced inside by 14-inch, 20-gauge tubing and stressed aluminum ducting, 
and conceals a 7.3-gallon fuel tank and a very refined cooling system. 
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Bourgeault strengthened the frame’s cockpit section by sitting in the partially-finished structure and adding tubes around himself until very high 
torsional stiffness was obtained. Then aluminum panels were blind-riveted to the bulkheads, cockpit sides and belly pan to carry additional stress. 


A pro at body building, Nade built his Junior as a rolling advertisement. It’s strong enough for Grand Prix racing, which Bourgeault says he’s not 
interested in now. “But,” he adds, “if the opportunity presents itself and | can get a 114-liter engine, it would open up an interesting new field.” 
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The Fiat engine was superbly prepared. Head was reworked to accept 


modified MGA and TR-2 valves and Porsche springs 


and pushrods stay stock. The camshaft is by Nardi, and the massive 


also used by Bandini, is made by Giannini. 


eight-counterweight crank 
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Fiat rods were highly modified to produce a larger wrist pin 
offset than is used with the stock engine. Borgo pistons are 
used, their highest compression ratio being 8.6 to one. The 
head was milled 0.090 inch, resulting in a ratio slightly over 
10 to one. Conrero’s suggestion of 35 mm intake and 31 mm 
exhaust valves was followed, with much combustion chamber 
reshaping necessary. A Fiat 1200 cylinder head gasket is used 
because of this. The center siamesed exhaust port was split 
for use with the fabricated extractor exhaust manifolding. 
Weber 40 DC03 carburetors are mounted on the fabricated 
intake manifolding and cushioned with Alfa neoprene con- 
nectors. 

A Nardi oil pump, with necessary sump changes, was 
installed. The pump output is fed into a Purolator full-flow 
filter, then through the eleven-fin-per-inch, three-tube oil 
cooler which receives air through a duct in the cockpit cover 
on the driver's left. The cool oil then goes through a block 
which contains the sensing units for pressure and tempera- 
ture gauges and then flows to the bearings. A modified pres- 


BOURGEAULT SPECIFICATIONS 


Engine Bourgeault-modified Fiat 

Displacement 1096 cc 

Power (estimated) 85 bhp @ 6800 rpm 

Gearbox Volkswagen-Porsche 

Number of speeds Four 

Wheelbase (adjustable) 79.0 to 80.5 in 

Tread F, 48.5 in; R, 46 in 

Suspension type F, ind., wishbones, coils, anti-roll bar; 
R, ind., low-pivot swing axles, coils. 

Brakes Fiat drums 


sure-relief valve keeps the oil at 80 psi at 180° F and 5000 
rpm. These modifications increased the oil capacity by two 
quarts. 

With a rearward weight bias, Bourgeault’s suspension de- 
sign thinking went like this: most of the roll couple would 
have to be taken by the front of the car, which indicated 
a %%-inch anti-roll bar, a 4814-inch front tread and 90-lbs/ 
inch springs around the Girling dampers. An anti-Ackermann 
effect was designed in the steering, so that when the front 
wheels are turned they will toe in to compensate for the 
larger slip angle produced by the heavy outside wheel load- 
ing. 

The front lower suspension arms are fabricated from 
l-inch, 16-gauge seamless mild steel tubing. The upper arms 
are made of 18-gauge, 54-inch tubing. Spindle support 
brackets are 14-inch mild steel. Control arm bushings are 
modified Fiat, of the bonded rubber type. Camber adjust- 
ments are effected by shimming the upper control arm pivot 
where it attaches to the frame. Roll centers, both front and 
rear, are 514 inches above the ground. 

Rear swing axle arms were fabricated from 18- and 16- 
gauge steel and welded to the backing plates via the hub 
carriers. Angled mounts from the backing plates to the hub 
carriers provide the lower mounts for the VW shocks and 
140-lbs/inch coil springs. Ears on the swing axle arms carry 
the triangulated trailing arms, which are adjustable for 
length at their three anchor points. There is a vertical ad- 
justment for roll toe-in, as well as a longitudinal adjustment 
for the low pivot points of the swing axles. Thus the rear 
suspension may be tuned by changing the roll center height 
(with the adjustable spring clamps) and the static and roll 
toe-in. The wheelbase length can be varied 114 inches. 

A stock VW transporter clutch is operated by an 14-inch 
stainless steel cable. The clutch is mounted on a fabricated 
6061-T6 aluminum flywheel, using Raybestos non-metallic 
lining. This aluminum application has been used success- 
fully by Bourgeault on other specials. The unfaced alumi- 
num flywheel wears quite well, has a good coefficient of 
friction, is light in weight and, most important, dissipates 
heat at a great rate. 

The body panels were formed by Bourgeault on a power 
hammer from 0.032-inch 3003-H14 aluminum. The stressed 
panels are made from 6061-T4. With the removal of two 
Bungee-anchored clips the entire tail section can either be 
hinged back, or, once in the open position, lifted off its 
hinges. The cockpit cover cum nose section is bolted in place 
and can be removed in a few minutes. The entire weight 
of the outer body skin is a little over thirty-four pounds. 
The car is finished in a dark blue metallic lacquer and would 
be a show-stopper at any concours. 

After several runs on the test track Nade says he “couldn't 
be more pleased. The traction is excellent from a tight 
corner. It'll slightly understeer on a trailing throttle and 
shows a slight oversteering reaction when I really get on it.” 
The front wheels carry a healthy 514 degrees of caster, which 
suits his driving style. “It’s just quicker to let the whee] snap 
back from caster reaction than to unwind it from a slight 
reverse-lock position,” Nade explains. 

Another thing that particularly pleases Bourgeault about 
the car is the positive shifting linkage. The third one he 
built for the car, it’s a clever use of a solidly-mounted rod 
into which the shift lever ball fits. The pivot for the lever 
is supplied by ears from the sliding tube encircling the bar, 
with longitudinal and torsional movements going almost 
straight back (via Apex universals) to the VW housing. 

This car is truly a rolling laboratory for Bourgeault’s think- 
ing. Not one unit has come under his close scrutiny without 
one thought: can I make it better? This is the sort of think- 
ing that keeps whittling away at lap times around the world. 

—Charles Hamilton 
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DAGRADA 


& With its opposing twin-throat Weber carburetors project- 
ing like vestigial wings, the 1961 Dagrada joins the ever-in- 
creasing ranks of rear-engined Formula Junior machines. 

The latest model is radically different from the front- 
engined car track-tested in the September, 1960 SCI. While 
it still uses Angelo Dagrada’s highly-modified version of the 
V4, 1090 cc Lancia Appia engine, the powerplant mates to 
a Lancia Flavia-derived transmission, allowing the use of 
four-wheel independent suspension. 

Brakes based on Fiat 1100 units handle the stopping action. 
The “conventional” Dagrada engine, which develops 100 
bhp (CUNA) may be retired before long. Dagrada is experi- 
menting with a 995 cc version developing 95 bhp since the 
smaller displacement would permit fielding lighter-weight 
cars. The 75 mm stroke would be unchanged but the bore 
would be decreased from 68 to 65 mm. The exercise is ex- 
pected to show whether the English have the right idea 
in sacrificing cubic inches for a pared weight. 

The tube frame, built from 11/16, 13/16 and 14-inch 
chrome-moly steel, weighs just 46 pounds. When suspension 
supports are added, the figure is 68 pounds. Ready-to-roll, the 
Dagrada has a front/rear weight distribution of 47 and 53 
percent respectively, with the 105-pound Flavia transmission 
adding to the tractive poundage. The prototype is bodied 
in aluminum, but later cars will have a fiberglass body which 


It doesn’t take long for Italian speed merchants to recognize the value 
of production parts in racing cars. The new Lancia Flavia’s front-wheel 
drive transmission looks right at home in its rearward Dagrada mounting. 


Italy, the birthplace of Juniors, 
will fight to regain its initial 
lead with this power-packed 
rear-engined Dagrada. With its 
crackling V4 Lancia now in a 
good chassis it could do the job. 


tips the scales at about 40 pounds. Using 5.25 x 13 tires on 
the front and 13, 14 or 15-inch tires at the rear, Amadori 
light-weight magnesium disc wheels are featured. The price 
for the new Dagrada will be $5250 from Biener Imported 
Cars in Great Neck, New York, who can still supply the 
front-engined Dagrada for $4800, now fitted with the wild 


multi-megaphone exhaust system. —Pressauto 


Dagrada transforms the docile Appia engine into a screaming mass of GO. 
The most obvious modification is to the breathing. Cutting the length of 
the intake ports within the head creates the need for the long manifolds. 


Dagrada did more than move the engine to the rear for his new car. He 
switched from heavy stock-Fiat front-end parts to tubular fabricated 
pieces. The frame tubes double as ducts to carry coolant to the radiator. 


| 
| 
| 
| 
| 
| 
; 
} 
4 
Ve 
| : 
i 
| sit 
: 2 + 
3 
of ST 
j | 
| 


d 


d 


Wearing a grim expression, as if anticipating the tough competition expected among the Juniors this season, Angelo Dagrada sits behind the wheel of 
his latest rear-engined car. Much tauter than last year’s front-engine machine, the 1961 edition shows a general sophistication of design. 


DAGRADA SPECIFICATIONS 


Engine Dagrada-modified Lancia Appia 

Displacement 1090 cc 

Power 100 bhp @ 6500 rpm 

Gearbox Lancia Flavia 

Number of speeds Four 

Wheelbase 84.7 in 

Tread 47.2 in 

Suspension type F, ind., wishbones, coils, anti-roll bar; 
i R, ind., wishbones, coils, anti-roll bar. 


Brakes Fiat 1100-based drums 
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& In iis espousal of the short-stroke V8 engine, Rolls-Royce 
was both a hop ahead and streets behind U.S. thinking. 
The oversquare aluminum powerplant launched by the 
RR-juxta-Bentley coalition a year ago last September, and 
now standardized throughout its ranges, seemed to be yet 
another example of the well-known Rolls policy of waiting to 
see which way the cat would jump and then jumping after 
it. It was, too, in the modern context, but it’s only fair to 
recall that this was the make’s second V8 venture, separated 
from the first by four reigns and fifty-four years. 

The original V8 Rolls, introduced by Henry Royce to an 
audience of newspapermen and car trade notables at a 
dinner in London in celebration of the make’s successful 
racing debut in the 1905 T.T., was not a flashy performer. In 
fact, in one of its two forms it rated the title of the Slowest 
Car in the World (also the Best, of course) . Intentionally, it 
was capable of 20 mph and no more, onthe flat, up hill, 
down hill, up wind, down wind. 

At this date, and for many years to come, the legal limit on 
the roads of Britain was 20 mph everywhere, so Rolls built a 
governor into his V8 that made it physically impossible for 
an owner to fall foul of this article of the law. To underscore 
the point he christened the car the Legalimit. The first one 
built was bought by Sir Alfred Harmsworth, founder of the 
London Dairy Mai and the father of popular daily 
journalism in Britain. 


The 
Slowest 
Car 
the 


World 


by Dennis May 


Rolls-Royce engines have come full circle with a 
modern V8 that harks back to a 1905 bent-eight which 


served to power a 20 mph gentleman’s carriage. 
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The same engine was used in a hoodless town car that 
“takes up very little more room than a cab without a horse”, 
to quote the contemporary Autocar. This variant, with the 
engine under the floorboards, was Royce’s answer to the 
silent and odorless electric broughams that were making a 
big bid for London’s carriage trade during Edward VII's 
reign. The Rolls V8 landaulette couldn’t quite dispense with 
a gearbox, as the electric competition naturally did, but 
Royce made his engine so flexible the car could be and 
normally was started from zero on the highest of its three 
gears. Moreover, of course, it wasn’t handicapped by the 
broughams’ parochial between-charges range. 

Obviously, a town landaulette would seldom if ever be 
driven by anyone but a chauffeur, and it may seem curious 
that, in an almost feudal era, rich and fashionable Londoners 
should be so concerned to spare their employees the rigors 
of gear-shifting. But the motive wasn’t so charitable as it 
appeared, as THE Moror hinted with their comment that 
“the ordinary paid driver makes a woeful hash of changing 
gear.” 

The 20 mph governor was omitted from the landaulette’s 
specification. City streets provided no effective ambush for 
the stopwatch-and-waved-handkerchief speed traps operated 
in the country, so there wasn’t the same incentive to be 
virtuous in town. 

Royce’s 1905 V8, if not oversquare in the 1960 RR/Bentley 
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fashion, was anyway square at 314 by 314 inches. It differed apart, it follows the valves formed an angle of 45 degrees 


from its Elizabethan descendant, too, in having side valves with the cylinder axis. Roils-Royce, starting as they intended 
rather than o.h.v. and two camshafts instead of one. The to go on, made no specific claim for power output, but THe 
camshafts were at about the same level as the crank, and Motor, by calculation, put it at “about 28 horsepower.” 
operated vertical valves through very long rocker arms and The combustion chambers were not far from hemispherical, 
very short tappets. The banks of cylinders being 90 degrees though marred of course by an annex on the valve pocket 


side, and the pistons were convex. The spark plugs, one per ee 
cylinder, entered the heads horizontally. The cooling fan ee 
was mounted directly onto the crank nose. Close attention ‘ 
was paid to the design of the gear-driven oil pump, the 
object being to “flood the bearings without the pistons being 
overoiled.” Malodor being the bugbear of the internal 
combustion engine, vis-a-vis the electric, Royce wasn’t taking 
chances with a smelly exhaust. 

There being no hood, the front axle lay behind the line of 
the almost vertical steering column. A horizontal shaft with 
pairs of bevels at either end transmitted the steering motion 
back from the base of the column to the axle plane, but no | 
further detail of the geometry is deducible from the rather 
vague descriptions handed down to posterity. 

Few Rolls V8s of the Edwardian vintage were sold, either 
AUTOCAR. LONDON as landaulettes or Legalimit three-seaters. Perhaps, after all, 
they smelled. Just a little, you know. 

P.S. Rolls-Royce, in its long history, has built cars with 
Royce went to this V configuration in an attempt to compete with the two, three, four, six, eight and twelve cylinders. Would this 
contemporary electric cars in silence and smoothness of operation. be some sort of a record? 
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PART-TIME TIGER 


by Steve McNamara 


Relaxed Walt Hansgen has proved a snapping, clawing surprise package to drivers who cross him in a race. 


bm It was the day of the elegant pre-race freeload at which 
the local gentry were to mix with the sports car racing 
world. “Going to the party?” a friend asked Walt Hansgen. 
“I don’t know,” said Hansgen, “Do you know if Mr. Momo 
got an invitation?” The friend didn’t know. “If Mr. Momo 
didn’t get an invitation,” said Hansgen flatly, “I’m not 
going.” 

Even Mercedes in the heyday of Alfred Neubauer didn’t 
demand or get this degree of team loyalty. The Cunning- 
ham team and manager Alfred Momo didn’t demand it 
either, but they get it from Hansgen, the part-time tiger 
who is as much a team fixture as the huge van, Momo’s 
jokes or the habit of winning. The Cunningham team is a 
team, not just a group of cars owned by one man, and as 
such it entails responsibilities, occasions when the plan of 
action may be not at all what the driver had in mind. It 
calls for a certain maturity, self-control, and ultimately, self- 
confidence. Hansgen is one of those fortunate drivers who 
has found his place in the sport and is happy with it; he 
isn’t working off the frustrations of a dull job or trying to 
claw his way into the big time. Several drivers, some of 
them excellent, have toiled for Cunningham, but only 
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Hansgen, 41, has become identified with the team, the 
Number One driver for America’s Number One racing team. 

Not surprisingly, Hansgen’s personality is very much like 
the Cunningham corporate image: well-fed, successful, busi- 
nesslike and with a devotion to motor sport that springs 
from something more than a longing for cash and conquest. 
And, as with the team, Hansgen’s reserved, polite demeanor 
disguises a bristling desire for victory. In any group of 
drivers clustered on the grid before a race, smiling, gum- 
chewing Hansgen seems much less than grimly determined. 
Fellow drivers know better—“Walt’s a nice fellow until you 
really press him in a race, cut him off or something,” says 
a long-time opponent, “but then watch out. It’s just like 
waving a red flag in front of a bull.” 

Hansgen cheerfully acknowledges his part-time tiger status, 
adding only that “You must use a certain amount of intel- 
ligence. You’ve got to realize here’s something you can hurt 
yourself doing.” Hansgen speaks from experience, most 
particularly as a result of a legendary weekend at Elkhart 
Lake in 1957 when three Cunningham D Jaguars were 
demolished, two of them by Hansgen. He came out of the 
Wisconsin woods with a concus- (Continued on page 72) 
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in number 84 finished third in class. 


Pressure applied by Hansgen in #41 


causes Carroll Shelby to sift some sand through his Ferrari. Hot first-lap duel took place at Thompson in 1956. 


Most of Walt Hansgen’s competition career has been spent in Jaguars—from XK 120s to E-Types. This is the immaculate Auto Engineering production D. 


Bridgehampton in 1951. Hansgen 
First race for Walt Hansgen provided this spirited action among three XK 120s at g p ; 


STUDEBAKER Hawk 


Since the winging Hawk’s a full four-seater in 
the G.T. tradition, it should lure buyers who 
want both space and sport — made in the U.S.A. 


bm Studebaker-Packard’s contribution to the American auto- 
motive industry’s current ornithomania was hatched in 1953 
with the then-revolutionary concept of a sleek, Raymond 
Loewy-designed, quasi-G.T. coupe. Since then the original 
Starliner has undergone annual name and plumage. changes 
so that in its 1961 edition it no longer remains a fledgling 
but a fully flight-tested Hawk. 

The Italianesque body, which was chosen for exhibit at 
New York’s Museum of Modern Art when it was conceived, 
has withstood the rigors of time and facelifts and is still 
distinctively good looking. The engine-turned dashboard 
suggests the Cord as do the starkly functional, round, white- 
on-black instruments. A tachometer commands an imposing 
place, matchtng the speedometer right in front of the driver, 
but has no indicated redline. Hand controls for heater 
blowers, wipers, lights and such are convenient. The side 
ventilators are continued from earlier models and continue 
to rate a round of applause for their ability to provide cool, 
fresh air directly to the driver’s or passenger’s feet. The 
door-mounted ashtray on the driver’s side is inconvenient 
to use, accessibility beirg blocked by the steering wheel. 
The flat floor enables owners to whisk out the small pebbles 
that seem to be standard equipment on every car without 
hurdling a door sill and the foot-operated windshield washer 
activates the wipers too when depressed fully. After a little 
familiarization you stop squirting the windshield when you 
want to dim the headlights. 

The curiously-bent shift lever is handy and visibility all- 
around is good except for the slight blind spot caused by 
the larger-than-current-practice windshield posts. The Hawk 
was one of the few cars to resist the temptation to go to 
wrap-around windshields and thus is back in style today 
after others have abandoned them. Leg room is good, partly 
due to the squashed-circle steering wheel, and the pedals are 
placed for easy heel-and-toeing. The seats are attractive but 
we found them less comfortable than they look. The forward 
edge could use considerable inclination upward and the 
seat cushion needs more padding to achieve the bucket 
effect promised but not delivered by the shape. Rear seat 
room is more than enough for two, although legroom for 
the left-hand passenger diminishes sharply when the driver’s 


Wide-swinging doors and the flat floor add convenience to the Hawk’s 
distinctive styling and designed-for-driving cockpit and performance. 
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seat is fully rearward. The latter could use another half-inch 
or so travel to satisfy long-legged chauffeurs. For those who 
yearn for features of the sports coupe of yesteryear in a 
modern guise, the Frank Hilker Studebaker dealership, 845 
Halstead Street, Chicago Heights, Illinois has a solution. 
‘They are offering a “Bearcat Kit” to install a rumble seat 
in the Hawk or Studebaker Lark, priced at about $400. 

The automatic choke on the four-barrel carb speeds 
warm-up and an idle of about 800 is par. The clutch 
operates smoothly and without undue pressure, although 
as shifts are made at increasing revs, the pressure goes up 
proportionally. First gear engages without a murmur and 
thanks to the limited-slip rear end, near-full-bore starts can 
be made even on wet pavement or sand. The H-pattern of 
the four-speed, all-synchro box is not easily learned. More 
than one C/D tester found himself doing a lot of driving 
in neutral while attempting to sort out the gates. If the 
driver takes his time, the shifting is almost instinctive, but 
fast shifts give unpredictable results, surprising in view of the 
faultless performance of the same Borg-Warner box in the 
Corvette. A lock-out for reverse would be desirable, but is 
not essential. 

While the car we tested was undercoated we found the 
Hawk transferring considerable road noise into the cockpit. 
The testing, incidentally, included 4277 miles over a wide 
range of operating conditions. We found that steady pound- 
ing along at high speed caused the engine to require a quart 
of oil about every 500 miles although this appetite virtually 
disappeared after the odometer passed the 6600 mile mark; 
the car had about 3400 miles on it when we picked it up. 

Kickback through the steering wheel on rough roads re- 
quired the driver’s attention although the power-assisted 
steering minimized effort. Around smoothly paved curves 
the Hawk fairly zoomed, its initial understeering tendency 
becoming more neutral as speeds increased. On rough, twisty 
back roads the car was still enjoyable to drive although 
corrections and the 4.6 turns lock-to-lock kept the driver's 
arms in a pinwheel of activity. Cruising at 70, 75, 80 or 
just about any speed you dare choose is effortless. Cross 
wind effects are negligible and cockpit ventilation is good 
without the car becoming a cave of winds. 

The engine’s torque and the choice of gears will satisfy 
even the most automatic-shift-oriented “driver.” The engine 
will throttle down to a near idle in fourth and still pull 
away to over 110 mph in an inexorable whoosh. First-gear 
starts from a standstill will require skillful play of the clutch 
release and gas pedal as the cog is quite high; it will propel 
the car to almost 60 mph. For those who appreciate it, the 
power combination is well-suited to full-scale use. Even with 
such performance, economy doesn’t suffer and is in fact very 
good for the kind of driving Hawks are, intended for. 

Pedal pressures are reduced considerably by the power- 
assisted brakes and stopping is quick although there is some 
loss of progressive brake application. An educated toe is 
advised for the best (that is, the least embarrassing) results. 
Hard braking causes the softly-sprung front end to dip 
considerably but control remains firmly in the driver’s hands, 

The Hawk, a pacesetter in the American industry's trend 
toward grand touring cars, held tremendous promise when 
it was introduced. For a while it appeared as if it was 
matching in the G.T. field Corvette’s progress in the Ameri- 
can sports car endeavor. The Hawk had all the potential of 
becoming an excellent and genuine G.T. machine, but it 
was never fully exploited. Perhaps what was lacking was the 
S-P equivalent of Corvette’s secret ingredient, Duntov. It’s 
still not too late for the Hawk to fulfill its stated role as 
“the first American car in the true G.T. tradition .. .” As 
it stands it’s extremely capable—and strong competition for 
the new bucket-seated upstarts in its field. —C/D 
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The “air scoop” on the hood may not be functional, but everything else below and behind it is. The basic 


ROAD TEST go 


Displacement 289 cu in, 4737 cc 

alve gear . ushrod in-line overhead valves 

STUDEBAKER Hawk Compresion ratio ..... 8.8 to one 
Price as tested: $3384.98 ($2650 basic)  Fomer 
Usable range of engine speeds 900-5300 rpm 

Manufacturer: Studebaker-Packard Corp. @ 4500 rpm 
South Bend 27, Indiana Mileag e Px ety "14. 21 mpg 

250-380 miles 


LI 


Top Speed: 4 
115 mph 
(estimated) 


«mile Ground clearance 6.9 i 
Suspension: F, ind., coil, wishbones, anti-roll her. 


R, rigid axle, asymmetrical leaf springs. 
Turns, lock to lock .. 
Turning circle diameter between curbs 
Tire and rim size 6.70 x 15, 15 x 414K 
Pressures recommended ..F 24, R 20 psi; 
30 psi for high speeds 
Brakes; type, swept area ....F 11, R 10 in drums; 


Curb weight (full tank) 
Percentage on driving wheels 


DRIVE TRAIN: 


Mph per 
STUDEBAKER Hawk 3 Gear Synchro? Ratio Overall 1000 rpm 
Temperature 45°F 


Wind velocity 10 mph Rev No 2.26 7.48 —10.8 
Altitude above sea level 80 ft Ist Yes 2 20 7 28 1 1 1 
2nd Yes 1.66 5.49 14.7 


| 3rd Yes 1.31 4.33 18.7 

| 31% 

6 8 10 12 14 16 18 20 22 24 26 28 30 4th Yes 1.00 3.31 24.4 
ACCELERATION TIME — SECONDS Final Drive Ratios: 3.31 to one std., 3.07, 3.54 

optional. 


Curve is average of 2 runs 
Test weight 3870 Ibs 


INDICATED MPH 
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OUR 


Port grinding on a 93 block is handled here by 
Saabophile Tom Corcoran. Goal here is slicker 
surface without drastic changes in port shape. 


® Most Saab owners are content to bask in the reflected 
glories of race and rally victories earned by their marque. 
Some turn to action by purchasing a GT, while others talk 
of souping their engine. It is for this latter group of pros- 
pective field engineers that we have compiled a guide to 
perdition especially designed to ease the transition from 
the talking to the doing stage. Vital statistics on benefits 
gained in souping a Saab are impressive to say the least. A 
comparison between two Saab engines, both of 748 cc dis- 
placement, shows that the stock 93B pulls 38 bhp at 5000, 
while the GT develops 50 bhp at the same rpm. To go still 
further, 57 bhp and up have been coaxed out of this same 
mill in full racing trim, though admittedly it’s of little street 
use at that stage of development. 

The 27 percent power gain exhibited by the GT over its 
more sedate brother indicates an impressive potential when 
extrapolated to Saab’s latest arrival, an 841 cc engine of 
similar design that powers the “95” and “96” models. Since 
a GT version of this new engine is not available at the 
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Careful checking of port widths is advised to 
avoid size differences and curve changes that 
lead to poor distribution and rough running. 


Hailing from the frozen North, Sweden’s Saab readily responds to the hotting-up methods Alex Walordy 
describes here. His general discussion of two-stroke tuning applies to most other popcorn-poppers too. 


Final porting touch is squaring of corners by 
hand. Make height changes only in accord with 
figures presented in tuning table on page 61. 


present, the prospect of brushing up on soup-up procedures 
becomes all the more alluring. Rather than offer a cook book 
recipe for extra power, we would like to review some of the 
whys and wherefores of two-stroke engines, in the ford hope 
of preventing costly mistakes. 
THE TWO-STROKE CYCLE 

To eliminate valves, cams, and their attendant complica- 
tions, the two-stroker relies on piston control of ports open- 
ing into the cylinder and the crankcase. Action takes place 
both above and below the piston. Let’s see what develops on 
the underside first: as the piston moves up it creates addi- 
tional crankcase volume; its lower edge uncovers ports 
leading from the carburetor to the crankcase, and air-fuel 
mixture flows in. During the downward stroke, the piston 
closes the crankcase porting and compresses the air-fuel 
mixture (this has nothing to do with the compression stroke 
of four-stroke engines). Further downward motion of the 
piston uncovers a transfer port and the compressed air-fuel 
mixture blows from the crankcase into the cylinder, sweeping 
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out before it the exhaust gases from the previous power 
stroke. 

Upward motion of the piston closes both the transfer and 
the exhaust ports, causing the mixture to be compressed. 
Toward the end of the compression stroke the mixture is 
ignited and then burns, as in a conventional four-stroke 
engine. As the piston travels down again, the exhaust ports 
are the first to open, to relieve the pressure within the 
cylinder. ‘The transfer ports open a fraction of an inch 
later, the new fresh charge sweeps into the cylinder, and the 
cycle begins all over again. 

PORTING A COMPROMISE 

The built-in problem of two-stroke engines is to keep 
the incoming air-fuel mixture from heading out through the 
exhaust ports, or mixing excessively with the exhaust gases. 
Some two-strokes rely on piston baffles, or tricky dual cylin- 
der arrangements, while the Saab uses the Schnurle principle, 
a loop-type flow pattern through the cylinder imparted by 
the directional action of the ports. Unavoidably there is 


some overlap and mixing, but this occurs even in a four- 
stroke engine, and varies with timing characteristics and 
engine speed. 

At low engine speeds the dilution of the incoming mixture 
by exhaust gases increases, for very little fresh charge is ad- 
mitted. This results in the familiar four- and six-stroking at 
idle, where a cylinder skips several beats until combustion 
takes place, and then skips again. Higher speeds bring out 
a more distinct flow pattern, less exhaust dilution, and more 
efficient operation. 

Porting and timing are a matter of delicate compromise. 
Generally, horsepower gains at higher rpm are balanced out 
by torque losses at the lower end. The final result of your 
modifications can be any desired shade between a moderate 
engine, tractable in traffic, and a racing unit designed for a 
high-speed road course, such as Saab’s latest experiments 
with a Formula Junior. 

IMPRESSIVE PRECISION CONSTRUCTION 
Tearing into the Saab engine, in quest for possible modifi- 
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cations, we find an aluminum head with dome-shaped com- 
bustion chambers and centrally-located spark plugs. Nominal 
compression ratio is 7.3 to one on the 93B, and 9.8 to one 
on the GT. To accommodate the domed Saab pistons wider 
bevels are used on the GT combustion chambers than on 
the 93B. GT heads also have a more generous water outlet. 

The block is a model of precision in which ports leading 
into the cylinder are not allowed height variations exceed- 
ing 0.5 millimeter (0.020 inch) . To insure maximum rigidity 
and good crankshaft support, the cast-iron crankcase and 
block are machined jointly, and line-bored as an assembly. 
Neither part is replaceable separately in service. The crank- 
case conforms fairly closely to the volume generated by the 
crankshaft, and the individual crank chambers are separated 
by ring-type seals. A dual-lipped seal, designed to resist alter- 
nate pressure and vacuum, and a grease-packed distributor 
drive are located at the front of the block. 

The crankshaft is made up of six identical discs used in 
pairs and interconnected by rod and main bearing journals, 
with ball bearings at the mains and dual rows of rollers at 
the rods. During assembly, rods and their journals are gauged 
on a machine that automatically selects the correct roller size 
for minimum clearance. Woodruff keys insure the correct 
relationship between the flange plates and journals. The 
crank is assembled on a press, a section at a time, while sup- 
ported on a special jig, and is fitted so closely that cranks 
have been run successfully, on an experimental basis, without 
benefit of the keyways. A special stand with banks of dial 
indicators is used in trueing the assembly. The rod and crank 
group, replaceable only as a unit, is virtually indestructible 
as long as gas station attendants don’t neglect to add oil to 
the gas tank, or spear empty cans for fast profits. 

FITTING THE PISTONS 

The 748 and 841 cc engines have the same crank assemblies, 
the only difference being a 66 mm bore on one and a 70 
mm bore on the other, i.e. a change in pistons and block. 
Pistons made in '57 and the first half of ’58 are lighter, while 
later models are heavier, with a cast-iron ring for expansion 
control, and must not be replaced or interchanged singly. 
GT pistons have been redesigned under the crown to prevent 
burn-through under the combined impact of a GT kit and 
competition conditions. Unfortunately they are not, as yet, 
available in 850 GT Form as an off-the-shelf item. 

Stock piston clearance is 0.0025 inch, measured across the 
thrust diameter. That of GT pistons is 0.003 to 0.0035, con- 
sidering that the noise factor is negligible and expansion is 
greater. Pistons come in a variety of gradings, both in stand- 
ard and in 0.040 oversize. Normal practice is to acquire the 
pistons first and then hone the cylinders to match, rather 
than the other way around. Ring gaps are kept at 0.012 inch 
for both standard and competition conditions. Final assembly 
of the engine is effected by turning the block upside down 
and installing the crank, rods and pistons as a unit. The 
lower end of the cylinder is beveled to guide the rings, but 
considerable care is needed to avoid ring breakage. 

INCREASING THE COMPRESSION 

Two-stroke engine modifications take three general forms: 
higher compression ratio for the combustion chamber, higher 
crankcase compression, and improved breathing. Higher com- 
pression ratios produce greater combustion efficiency but are 
limited by the onset of knock, especially at part load. As 
wilder port timing reduces low-speed torque and the corre- 
sponding mean effective pressure in the cylinder, higher 
compression ratios become possible. For instance the use of 
a GT cylinder head and crank in a 93B engine of the same 
displacement results in a low-speed knock tendency. In the 
GT engine, with considerably longer port durations, this 
problem does not occur! This just goes to show that an 
engine is a complete entity in which you cannot change one 
component without affecting others. 
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The compression ratios quoted for Saabs are nominal, be- 
ing based on piston displacement, and do not take into 
account the height of the ports. On the 93B, compression is 
raised by installing a GT cylinder head. On the 96, compres- 
sion is raised to approximately 9.5 to one by milling 4 milli- 
meters (0.157 inch) from the cylinder head. Stage three 
pushes its luck a little further by shaving 4.5 millimeters 
(0.177 inch) and probably invites burning holes in the pis- 
tons. In either event, a relief for piston clearance must be 
provided, and combustion chamber volumes have to be 
equalized. 

Crankcase compression increases are a double-edged sword. 
On the plus side, a reduction of free crankcase volume (in- 
creasing crankcase compression) insures a faster transfer of 
air-fuel mixture into the cylinder, and produces greater entry 
velocity. As a result exhaust gases are scavenged more effi- 
ciently and cylinder filling improves. On the other hand, 
low-rpm torque suffers to some extent, for the sweep may 
become too efficient, causing part of the air-fuel charge to 
stream out through the exhaust ports. Crankcase compression 
is increased in the GT by a special crankshaft. The deeply- 
cut-out flange discs of the stock crank are replaced by almost- 
full discs with two small pinched sections that assist balance 
and also provide additional space for gas passage. No, they 
should not be filled! Can you picture what fiberglass will do, 
flying out at peripheral crank speeds? 

CHANGES IN PORT HEIGHT 

Intake into the crankcase is controlled by the lower edge 
of the piston. Raising this port is virtually useless, as its 
upper portion remains unmasked for only a short duration 
while the piston is at top dead center. Lowering it has an 
appreciable effect, for the lower section remains open for a 
considerable duration. When the engine is running fairly 
slowly the piston, in descending from the top dead center, 
pushes some of the air-fuel mixture, trapped in the crankcase 
back out through the inlet port; hence a direct loss in low- 
end torque results if the timing is too wild. On the other 
hand, at higher speeds the column of air-fuel mixture from 
the carburetor through the ports flows at increased velocity, 
and continues to fill the crankcase by intertia ramming even 
though the piston has started down. This ram effect results 
in “free” supercharging, and a distinct gain in torque and 
horsepower. 

The engine derives its power from the expansion of high- 
pressure gases during the power stroke. At low rpm, the 
greater the expansion ratio is, the more efficient the engine 
is and the better the torque. For low-end output a lower 
exhaust port is beneficial since the top of the piston will take 
longer to unmask it. On the other hand the exhaust port 
must open to relieve cylinder pressure before the transfer 
port opens, otherwise exhaust pressure will blow down into 
the transfer port, contaminating the incoming air-fuel mix- 
ture. The more we lower the exhaust port, the less time there 
will be to scavenge the cylinder and fill it with fresh air- 
fuel mixture. Hence, for high rpm performance the exhaust 
ports are raised, causing a corresponding loss of low-end 
torque. There would be little point in lowering the exhaust 
ports to gain added area, for their bottom edge coincides 
with the piston crown’s position at bottom dead center. 

The twin transfer ports into each cylinder also have their 
bottom edge at bottom dead center, hence there’s no need 
to rework them at that point. The upper edge controls the 
beginning and end of the intake into the cylinder. Its height 
is dependent, in a great measure, on the relative height of 
the exhaust port, to insure a sufficient drop in exhaust pres- 
sure before the intake opens. Raising the transfer port does 
achieve a greater duration of filling for the cylinders, but 
its effect is felt mostly at higher rpm. 

MECHANICS OF PORT ENLARGEMENT 
Port width increases are generally (Continued overleaf) 
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This isn’t a before-and-after sequence, but it does show the importance of porting the Saab. At left is the stock port, a thin, dark cave of rough 
surfaces that’s still highly refined in shape; at right are the wide, gleaming tonsils of a GT block that’s had the benefit of some extra attention. 


Stock exhaust ports are slightly under maximum possible size, as shown 
by comparison with gasket above. Grinder is used, as below, to bring 
out to manifold diameter. Though not part of this tuning story, Fisher 
Products has a new Abarth muffler kit for all Saabs, selling for $59.50. 


General porting layout is shown on this bandsawed block. Hard-to-polish 
transfer ports are painted white; intake ports are in the lower section. 


Owners of the Saab 96 are denied a luxury available to 93B drivers: the GT cylinder head shown on the right. Added metal in combustion chambers 
increases the nominal compression ratio, a change that can only be effected on the 96 by milling the head and relieving the chambers for clearance. 
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Stock distributor has much longer, heavier breaker point arm than the 
special GT distributor, whose abbreviated point assembly is shown separately. 


GT crank at top has fuller counterweights than stock assembly to raise 
crankcase compression, but shouldn't be used without GT porting also. 


beneficial throughout the rpm range. Before putting your 
grinder to work with renewed vigor, keep in mind that the 
port dividers are there to contain the rings and prevent 
them from catching on the port edges. Remove the dividers, 
and presto—no rings. All ports must be chamfered, par- 
ticularly the exhaust port, to prevent them from expanding 
and catching a piston ring. This applies whether you are 
porting an engine or have simply honed or bored the cylin- 
ders. Do keep in mind that a large chamfer will alter the 
effective opening time of the port. 

The corners of the port openings can be brought out 
sharper than the ones on the casting, for a gain in area. 
Thinning out the dividers also results in area increases. The 
directions of the ports must never be changed, under any 
circumstances, for they are carefully calculated to produce 
the correct gas flow pattern within the cylinder during 
scavenging. 

Very little can be done with polishing the inside of the 
transfer ports because of their inaccessible configuration. 
Three of them start out from a recess in the main bearing 
web. Saab’s bulletin on GT modifications suggests that these 
ports be polished “as well as can be,” a masterpiece of under- 
statement. Exhaust ports can be brought out to manifold 
gasket size; both exhausts and intakes can also be polished 
to your heart’s content. 

As a one-millimeter change in port height can mean a 
great deal to timing, starting the work by hacking away with 
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a file is a path to certain disaster. Instead, apply blueing to 
the cylinder walls, and scribe horizontal circles on the cylin- 
der at the correct port heights given in the adjoining table. 


OTHER HIGH-SPEED NEEDS 


If your engine is tuned for high rpm, several other modifi- 
cations must be carried out to match its new characteristics. 
A crankshaft vibration damper with a larger hub, especially 
made for the GT, is used in conjunction with a matching 
front seal and cover. The spring retainer cup at the vibration 
damper is exchanged for one that has a considerably heavier 
lip. High rpm also bring generator problems. A stock one 
would simply turn too fast and burst, so its drive pulley is 
changed to a larger one, reducing the speed of the armature. 

The silencer section of the air cleaner is provided with a 
short internal pipe tuned so that the incoming air column 
resonates at the rpm band corresponding to the peak torque. 
When modifications have been carried out, changing the 
peak torque range, that pipe must be removed by cutting 
it off at the base. If you wish, the entire assembly can be 
replaced with the free-breathing GT air cleaner. 


IGNITION IS SENSITIVE 


Two-strokes abound in ignition peculiarities which must 
be catered to for best results. Since distributor drive — unlike 
that of the four-stroker —is at crankshaft speed, all timing 
indications are given in crankshaft degrees and must not be 
divided by two! A standard coil (Bosch TK1Z A3 or A4) 
is tested to produce 16,000 sparks per minute, throwing an 
uninterrupted arc across a 10 millimeter gap (0.394 inch). 
The replacement Bosch TK12 A10 coil, which should be 
used on GT modified engines, produces up to 18,000 sparks 
per minute under the same conditions. This coil requires a 
separately-mounted external resistor matched to it (Bosch 
ZW] 11Z4Z). 

The distributor should be replaced with a Bosch VJ3 BR7 
unit, timed at top dead center. Initial advance begins at 
400 rpm, reaching 5 degrees at 700-1000 rpm, 10 degrees at 
900 to 1250 rpm, 15 degrees between 1150 and 1500 rpm, 
and the advance peaks between 1500 and 2000 rpm, reaching 
18 to 22 degrees. This is in direct contrast to the stock dis- 
tributors that do not reach this advance — plus the initial 
8-12 degrees — till five or six thousand rpm. The explanation 
is simple: at low rpm the wild timing of the GT and low 
compression pressures call for more advance, while at higher 
rpm the better breathing of the engine calls for less maximum 
advance. Saab recommends the use of a timing light at 3000 
rpm to set the advance. 

The stock Saab is equipped with auxiliary-gap spark plugs. 
The auxiliary gap, incorporated in the center electrode, 
prevents a voltage leak down through a fouled spark plug, 
though when the spark can cross the auxiliary gap it is also 
strong enough to cross the gap between the electrodes and 
insure ignition. One common owner fault is driving too 
slowly and gently in town, lugging the engine and fouling 
the plugs. The friendly garage man installs the next-hot- 
test plugs, which are promptly burned out during the next 
high-speed turnpike trip. For competition, three plug types 
are suggested: 

Bosch M225T1 with the standard engine and a 0.020 gap. 
Bosch M240 T1 with the GT 750, the single-barrel carb, and 

a 0.020 gap. 

Bosch DM250 T1 with the GT 750, the tuning kit, and a 

0.016 gap. 

Note that best idling is achieved with a large gap, the 
smaller gaps being imposed by high-speed firing require- 
ments. Too large a spark plug gap often causes arcing at 
the distributor cap. Once a carbon path or a crack forms, 
just changing the plug will not cure the trouble. The cap 
must also be replaced, and sanding or scraping it will not 
help. The latest distributor caps are made of material which 
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SAAB TUNING SPECIFICATIONS 


GROUP ONE 841 cc Engine 


Venturi 31 mm 28 mm 
Main jet 150-155 150-155 
Air correction jet 240-250 250 
Idle fuel jet 45 45 

Idle air jet 140 100 


GROUP TWO 
Cylinder head 


No change Mill head 4 mm, which 
raises compression ratio to 
9.5 to one. Rework cham- 
bers to accommodate piston 
crowns. 


Exhaust port Raise 2 mm, polish Raise to 47 mm, polish 
Intake port Lower 1 mm, polish Lower to 96 mm, polish 
Transfer port Polish only Raise to 57 mm, polish 


(Except for 748 cc engine, 
distances are given from top of block.) 


Venturi 31 mm, polish 31 mm, polish 
Main jet 150-155 150-155 

Idle fuel jet 50 45-50 

Air cleaner \Change as described in text. 


Ignition coil Bosch TK12 Al10 


GROUP THREE 


Cylinder head Fit GT head Mill head 4.5 mm. 
» Rework chambers to accom- 


modate piston crowns. 


Exhaust port Raise to 46.7 mm, polish Raise to 46 mm, polish 
Intake port Lower to 97.3 mm, polish Lower to 97 mm, polish 
Transfer port Raise to 56.8 mm, polish Raise to 56 mm, polish 


(All distances are given 
from top of block.) 


Crankshaft Fit GT crankshaft 

Carburetor Two-barrel Solex 44PII 

Fuel system Fit two fuel pumps in parallel 

Exhaust Fit special exhaust system 

Distributor Bosch VJ3 BR7 

Coil Bosch TK12 Al0 


is less sensitive to arcing. The curtain at the grille is very 
helpful in keeping rain away from the front-mounted dis- 
tributor; raise it when you turn on the wipers, even though 
the distributor has a small sheet-metal protector in front 
of it. 


COOLING AND CARBURETION 

Cooling is affected but little by the curtain, for the radiator 
is mounted at the rear of the engine and has an ample air 
supply through portholes in the interior fender sheet metal. 
In the winter the portholes can be shut off partially or al- 
together. Swedish winters being what they are, a removable 
connection supplies exhaust-heated air to the carbs. This isn’t 
likely to increase power, but is excellent for combating 
carburetor icing and the excessively rich plug-fouling mix- 
tures that can result. In the summer a worthwhile lowering 
of coolant temperature results from draining the antifreeze, 
even if the can did say it was permanent. 

We have really saved the best for last: carburetion. The 
stock Solex 40 Al is reworked to use, among other things, 
a venturi three millimeters larger. Detailed jetting specs are 
tabulated separately. On the theory that if a little is good 
a lot must be even better, modifiers like to avail themselves 
of a two-barrel Solex 44 PII. However, the engine thrives 
on this installation only when rpm exceed the 3500 to 4000 
mark. In other words if you want a racing engine, you 
should drive accordingly: four-speed box preferred. Also 
mandatory with the two-barrel Solex is the tuned muffler 


World’s quickest Saab is factory's experimental Junior. Stock-sized 
Type 96 engine is tuned to nearly 70 bhp with twin-throat Solex, while 
tension coil springs carry front-wheel loads to steel monocoque body. 


and exhaust system. One will just not work without the other. 
The tuned exhaust is, to put it mildly, noisy enough to war- 
rant a ticket, which brings us to the conclusion that a single- 
barrel Solex is ample for street use. When going all-out it’s 
advisable to install a pair of fuel pumps connected in parallel. 

A GT engine conversion does impose an additional hard- 
ship on the clutch, so a conversion to the GT assembly is 
essential. The friction material is different. You can recog- 
nize it visually by the wire thread interspersed through the 
facings. A stronger pressure plate is also used. 


FINAL REMINDERS 

Unless you're willing to do without your Saab during the 
time it takes to carry out this project, you can purchase a 
block and perform all modifications in the comfort of your 
garage, switching engines when you're ready. People in the 
know, with special ideas on how porting should be carried 
out, prefer the purchase of a stock block rather than a GT 
for this leaves them additional room and metal when carving 
out a port design. The GT head and crank are excellent 
investments, but should never be used in a stock engine as 
simple bolt-on equipment. As we said earlier, they are de- 
signed for use only in conjuction with porting modifications. 

With all of this information at hand, you're all set to 
start on “Project Saab.” What could be sweeter than the 
purr of an engine you modified or that cushioned pressure 
in the small of your back when stepping on the accelerator 
of a fast Saab? —AW 
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em The opening round in the 1961 World Championship 
for drivers held great expectations and proved to be the 
most memorable Monaco since 1933 when Achille Varzi won 
for Bugatti at an average speed of 57 mph after a race-long 
duel with Nuvolari, passing and repassing on this extremely 
tight circuit until Nuvolari’s Alfa Romeo blew up on the 
99th lap. 

The 1961 race went to Stirling Moss who led from the 
14th lap to the finish while the Ferraris of Richie Ginther 
and Phil Hill snarled at his heels. For Moss, driving a 1960 
Lotus ownd by R.R.C. Walker, it was another of his Grand 
Prix victories snatched from factory teams. Walker’s Pipp- 
brook Garage, by thorough preparation and clever strategy 
not to mention brilliant driving, has been doing this since 
Moss’s surprise win in the 1958 Argentine Grand Prix with 
a 1750 cc Cooper. 

Moss’s winning margin this time was only 3.6 seconds 
after 100 laps of grueling racing in the hilly and tortuous 
streets of Monte Carlo. Both the winner and runner-up 
Ginther came within one-tenth of a second of the 1:36.2 lap 
record set by Bruce McLaren in a Cooper last year. The 
race average, which kept rising throughout the event except 
for a brief period when approaching half-distance, beat all 
previous Monte Carlo performances. Last year Moss won 


with an average of 67.3 mph in a 2.5-liter Lotus; this year 
it was 70.66 mph with a 1.5-liter car. A hint of things to 
come was given during the last practice session when Moss 
secured the pole position with a lap at 1:39.1 after the 
Ginther and Hill Ferraris had dominated previous trials 
with laps of 1:39.3 and 1:39.8 respectively. 

The three Ferraris were equipped with long snouts, remi- 
niscent of the Sacha Gordine (widely publicized in 1952 but 
never raced) which, with the long megaphone tailpipes, 
made them by far the longest cars on the course. This hardly 
seemed logical, as compactness has been known to pay on 
this very twisty circuit. Mercedes-Benz produced a special 
short-wheelbase version of the W196 in 1955 and Vanwall 
had shortened front air intakes in 1957 and 1958 as did 
Ferrari later. In the Station hairpin, for instance, the new 
Ferraris had very little room to spare, especially in front. 
One car, Ginther’s, had the latest V6-120° engine, said to 
develop 190 bhp at 9500 rpm on a 9.8 to one compression 
ratio. The cars of Hill and von Trips had the 180-bhp V6-60° 
engine. 

During the winter Colin Chapman had obviously put a 
lot of work into the Lotus chassis as the Team Lotus cars 
of Innes Ireland and Jim Ciark were developed considerably 
over last year’s model as still raced (Continued overleaf) 


Monte Carlo is a personal triumph for Stirling Moss and Lotus against Ferrari’s might. 


Moss 
Again! 
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Vivid, violent, lurid in their raucous redness, the new Ferraris are a tribute to the framers of the new Formula. Above is Ginther in the sole car with 
the 120-degree-vee engine; below is Phil Hill propelled by the 65-degree unit. 


The engine differences force frame and air intake alterations. 


Ex-cyclist Surtees appears bemused by the intricacies of the Monte Carlo track. 


: 
ne” His Yeoman Credit Cooper blew its engine when he was in fifth place. 
4 


w 


Graham Hill sits for a pre-race portrait assisted by von Trips and Joe 
Bonnier and accompanied by Bette Hill, at left, and Marianne Bonnier. 


XIX GRAND PRIX DE MONACO 
Monte Carlo, May 14, 1961 
100 laps, 1.98 miles per lap 


1 Moss Lotus-Climax 2:45:50.1 

70.66 mph 
2 Ginther Ferrari 2:45:53.7 
3 P. Hill Ferrari 2:46:31.4 
4 von Trips Ferrari 2 laps behind 
5 Gurney Porsche 2 laps behind 
6 McLaren Cooper-Climax 5 laps behind 
7 Trintignant Cooper-Climax 5 laps behind 
8 Allison Lotus-Climax 7 laps behind 
9 Herrmann Porsche 9 laps behind 
10 Clark Lotus-Climax 11 laps behind 


Fastest Lap: Moss (Lotus), Ginther (Ferrari), 1:36.3 (71.1 mph) 


This is Porsche’s low-pressure port-type injection system; with its belt 
drive and mechanical control it’s a development of that tried on pushrod 
engines last year. Post-race checking showed Bonnier’s retirement was 
caused by faulty fuel tank baffling which allowed air into the system. 
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by Rob Walker. Both the front and rear suspensions were 
all new. The front wishbones were longer, the pivot points 
being well inside the body, as were the spring/shock absorb- 
er units. At the rear end the roll center had been lowered, 
thus leveling off the roll axis of the car and visibly improv- 
ing cornering stability. The engines were the latest Coventry 
Climax units, also used by Cooper and B.R.M. The swept 
volume has been increased from 1475 to 1498 cc by boring 
out the cylinders 0.02 inch. Maximum power has been in- 
creased by about 6 bhp, but in the 5000 to 7000 rpm range 
power is up by 8 to 10 bhp. The tilt of the engine has been 
increased from 18 to 20 degrees in the Lotus. 

On the first day of practice Jim Clark put in a lap at 
1:39.6 before crashing and reducing the car to what seemed 
a complete write-off. By having new parts airlifted from 
England and working night and day, it was reconstructed 
in time for the race. Bad luck also befell Innes Ireland. 
His car started the first practice with a four-speed gearbox 
and he did a lap in 1:41.5. A five-speed box was installed 
overnight and allowed Ireland to reduce his time by a full 
second. The shifting must have been tricky, for Ireland spun 
around once, missing a shift, on Friday. In Saturday’s prac- 
tice the same thing happened as he was coming out of the 
tunnel. The car crashed and Ireland was hospitalized with 
leg injuries. 

Porsche fielded three cars for Bonnier, Gurney and Herr- 
mann, all with four-cylinder fuel-injected engines. Bonnier’s 
and Herrmann’s cars also had the new wishbone-front-sus- 
pension chassis while Gurney’s retained the old trailing-link 
type. Drum brakes were used on all three. The fuel injection 
did not raise the maximum power — the engine develops 160 
bhp — but raised torque considerably in the lower rpm 
ranges. Both Bonnier and Gurney said acceleration was 
improved. During practice there was a lot of transmission 
switching going on and for the race Bonnier had a four-speed 
while Gurney and Herrmann had five-speed units. 

The B.R.M. team consisted of Tony Brooks and Graham 
Hill, with cars improved considerably over last year’s models. 
Dunlop disc brakes are now used at all four wheels and the 
tail-end transmission brake has been discarded. Coventry 
Climax engines are being used until the B.R.M. V8 is ready 
to race. Graham Hill equaled Jim Clark’s practice time but 
Clark, having got in first, started in the front row, while 
Graham Hill made up the second row with Phil Hill’s 
Ferrari. 

Following two Championship years Cooper could do no 
better than the third row, represented by Bruce McLaren. 
Brabham took part only in the first practice session achieving 
1:44.0 and was allotted the last position on the grid. The 
Monaco event occurred during the time Brabham was 
“commuting” by jet to the United States to qualify for the 
Indianapolis 500, which he did with a very convincing aver- 
age of 145.144 mph. He arrived in Monaco just in time for 
the Grand Prix. 

The Maserati-engined Emerysons of the Ecurie Nationale 
Belge weren’t fast enough to qualify and Gendebien’s car 
sounded particularly rough. Another non-qualifier was 
Masten Gregory in the Camoradi Cooper. This was un- 
fortunate for Gregory was right on form, driving in a highly 
polished manner and making it look very easy, but the car 
didn’t have the speed required to put him on the grid. 

Sunday morning was bright and warm, but by noon the 
sky was overcast and the risk of overheating was consequently 
reduced somewhat. Still most competitors chose to run with 
the engine side panels removed. Race director Louis Chiron 
briefed the drivers before the start, stressing the dangerous 
nature of the circuit and making a plea for traffic safety. 

At the fall of the flag Brooks made his way up from the 
third row and tied with Moss to the Gasworks hairpin. 
Richie Ginther was out in front of Jim Clark and with the 
end of the first lap the order was Ginther, Clark, Moss, 
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PHOTOGRAPHY: WEITMANN 


Dan Gurney drove the sole 1960 Porsche, which looks bulky compared to 
the new car at right. It’s front wheels also get less effective “bite.” 


Brooks, Gurney, Bonnier, Phil Hill, Graham Hill, Trin- 
tignant and Surtees. By lap five Bonnier and Gurney were 
in third and fourth while Herrmann in the third Porsche 
was way back in the field trying to follow Brabham on his 
way up. 

The Lotus challenge was broken when Jim Clark spun 
and subsequently made the first of a series of pit stops to 
try to correct ignition trouble and add water. Graham Hill’s 
B.R.M. had fuel delivery trouble and also pulled up at the 
pits. 

Bonnier left teammate Gurney to stay with Ginther and 
Moss in the lead. On lap 14 both Moss and Bonnier went 
past the Ferrari and the pace quickened. Moss lapped at 
1:39.9 and von Trips did 1:39.8 putting the three’ Ferraris 
in team formation, Ginther 3rd, Hill 4th and von Trips 5th. 
Hot on their tails were the Coopers of McLaren and Surtees. 

The American Ferrari drivers pressed their bid for the 
lead. Ginther lapped in 1:39.2 only to be passed on the 25th 
lap by Phil Hill who went on to attack Bonnier, surging past 
the German car in front of the pits. Phil Hill, chasing Moss, 
reduced the gap from 11.1 to 6.1 seconds in 21 laps. Ginther 
was close behind, repeatedly breaking the lap record with 
times of 1:38.2 and 1:38.0. He passed Bonnier and Ferraris 
were now second and third. 

Herrmann’s Porsche developed a fuel leak and stopped 
at the pits. Brabham retired his Cooper and by half distance 
both B.R.M.s were out of the race. Gurney was in sixth place 
and Herrmann ninth when Bonnier suddenly retired with 
fuel delivery trouble in the injection pump. He left the car 
near the chicane and walked back to the pits looking very 
angry. Porsche reliability is evidently not up to the reputa- 
tion gained by the make in sports car racing over a period 
of years and the new air-cooled flat-eight will have to be 
both powerful and reliable to compare with the machinery 
lined up by Ferrari at Monaco. The red cars from Maranello 
gave an impression of complete dependability, never missing 
a beat, sounding just as fresh and crisp toward the closing 
stages as they did at the start. It’s true von Trips couldn’t 


New coil-sprung front end gives slimmer 1961 car more cornering power. 
Porsches surprisingly suffered from inadequate testing and preparation. 


keep up with his teammates, but the pace was so hot that 
by the 60th lap only six cars were still on the same lap. 

Moss was widening the gap between Hill and himself and 
the race average continued to rise. Ginther was right on 
Hill’s tail and must have given him the impression he could 
go faster, so after a bit of hand-waving they swapped posi- 
tions, Hill pulling wide to the left before the corner at the 
bottom of the hill to the Casino to let Ginther through on 
the inside. 

There were now ten cars left in the race and four were 
on the same lap. Moss and Ginther were about six seconds 
apart, more and then less as first one, then the other was 
held up by slower cars before reaching a point to pass. It 
was the hottest pursuit seen in a long time and must rate 
with the Hawthorn-Fangio duel at Rheims in 1953 in its 
sheer intensity. Ginther proved himself to be a tiger in the 
best tradition and teammate Hill carefully dropped behind. 
Ginther brought his lap time down to 1:36.3 on the 84th 
lap, reducing Moss’s lead to 3.8 seconds. On the next lap 
Moss equaled this time and the gap between the two stayed 
at 3.5 seconds until they reached the finish line well within 
sight of each other. 

Moss’s feat in bringing his car home first is understandable 
in view of his intimate knowledge of the circuit. But this 
makes it no less admirable, particularly when it is remem- 
bered that the car is not the latest model although it does 
have a brand-new Climax engine. It was Moss’s third win 
at Monaco. In addition to being first last year, he won for 
Maserati in 1956 at 64.94 mph and was leading in 1955 when 
his Mercedes-Benz blew up. 

Ferrari is clearly in a period of risorgimento (see “Sicilian 
Spectacle,” this issue — Ed.) and the opposition will have 
to improve before the Dutch G.P. at Zandvoort next weekend 
—where the Ferrari will be much more suitable than at 
Monte Carlo —if they wish to provide serious competition. 
The lap record for the track in the sand dunes currently 
belongs to Moss, of course, but not even a master can be 
counted on to perform miracles. Not all the time. —JPN 
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GEARS 


e As we noted in an earlier article about 
Valerio Colotti, the racing gearbox and chassis 
designer, he and Alf Francis have worked to- 
gether informally ever since Stirling Moss first 
drove a 250F Maserati, but now the two have 
joined forces completely and formed their own 
development office. Known as “Gears Speed 
Development’’, the office will continue under 
Colotti’s leadership but with the additional as- 
sistance of Alf, whose practical knowledge of 
what is exactly needed on the race course is 
second to none. 

“Our idea,” said Alf, “was to fill this need 
for a gearbox development company. You could 
always get engines, you know, but transmission 
problems were always stickier and what Colotti 
and I want to do is to design something that 
does for everyone. Here’s the drawing for the 
Type 29 box which we’ve sold to Colin Chap- 
man.” He pulled out a print of one of the lat- 
est of Colotti’s designs, with provisions made 
for inboard disc brakes. It was small and short, 


SPEED 


noticeably smaller than the original Colotti 
box, Type 10, as well as the gearbox used last 
year, Type 21. 

Transmission Type 32 is the G-S-D item 
for everyone in 1961. Weighing just 68 pounds 
and lying 2% inches below the output shafts, 
it features quick-change reduction gears. It’s 
a mere ten-minute job to alter ratios. All in- 
ternal parts of this gearbox have been previ- 
ously tested in the Type 21; all gears are 
similar and it uses the sliding dog engagement 
system. For use in both Formula 1 and Inter- 
continental cars, the Type 32 sells for around 
$1500 in Modena. 

Alf’s opinion is that the Intercontinental 
Formula will die a quick death. He is not alone 
in this, with organizers not overly enthusiastic 
about running non-championship races for last 
year’s cars. By the same token, race car con- 
structors are not going to expend any extra- 
ordinary effort to develop cars for a Formula 
that does not count for the Championship. 
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Jesse Alexander, C/D European Editor, 
pays another call on Colotti 
and finds a renowned mustachioed 
mechanic lurking on the premises. 


DEVELOPMENT 


With this in mind, Colotti and Francis will 
be marketing by the end of ’61 a brand-new 
transmission for use in Formula 1, 1.5 liter 
racing cars. Sliding dog engagement has been 
done away with, the actual changing being 
done by the gears themselves (sounds like the 
Weaver 1500 box to us—Ed.). Five speeds plus 
reverse and the reduction gears all in a space 
7.2 inches long is quite remarkable. The rein- 
forced magnesium casing is designed with the 
fact in mind that most cars will be using the 
half-shafts as wishbones. A built-in torsion 
drive shaft to withstand rending vibrations and 
torque from brutal downshifts, a Colotti fea- 
ture since the Type 10, is retained on the new 
gearbox. Inspection of the gears is extremely 
easy, a feature which Alf was quick to point 
out. The Bologna firm of Amadori does the 
magnesium castings while all machining is done 
by a firm in Reggio Emilia. 

Actually, as Alf told me, “Colotti is fed up 
with gears. What we actually want is to design 


our own racing car and we'll begin with an 
unorthodox Formula Junior which we hope 
will turn into a Formula 1 machine.” Just how 
unorthodox this new car will be, neither Co- 
lotti nor Francis were willing to elaborate, but 
it was clear that a completely new racing 
engine was in the air as well. Knowing that 
Maserati were once playing with a flat twelve- 
cylinder, it would be no surprise if Colotti 
turned to a flat opposed layout for the Formula 
1 design. The idea of Rob Walker commission- 
ing G-S-D to do a Formula 1 car for Stirling 
Moss to drive is an enticing one indeed, and 
the fact that Alf works for R.R.C. Walker 
might be sufficient connection to effect this. 
Colotti did design a racing car for Rob 
Walker in the winter of 1959-60, but the ar- 
rival of the new Lotus on the scene diverted 
the effort and the original Colotti design has 
only recently been completed. Too heavy for 
this year’s Formula 1, the car, if used at all, 
may be seen in Intercontinental racing. 
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YEARS-AHEAD suspension 
CONTROL . . . today! 


Admittedly, your suspension control 
system is the key to driving comfort 
and safety. With KONI shock ab- 
sorbers, a “must” accessory with a 
vast and growing number of per- 
formance-conscious racing drivers 
and sports car enthusiasts, you have 
at your command the most durable 
and dependable “shocks” that hon- 
est engineering has yet produced. 


KNOW THE FACTS — 


Features precision-engineered, leak- 

p> 27! pressure cylinder that provides 
dual compensation for both bump and 
rebound action. 


Units easily installed and readily ad- 
@ justable to maintain their original 

damping force. 

Complete range of models and sizes 
B to accomodate suspension systems of 

every make of car. 

An amazing long-life and trouble-free 
B operation guarantees unmatched serv- 

ice and replacement economy. 


Change to 


KO 


and enjoy the difference 
Ask Your Service Station or Write Us Direct 
KENSINGTON PRODUCTS CORPORATION 
(Exclusive Sales Agents for the U.S.) 
Dept. CD 240 West 60th Street 


New York 23 Phone: JU 2-9343 


replace your present 
curtains with new 5-way 


Centurion windows! 


Get 63% more visibility, built-in wind- 
wing, more cockpit comfort and complete 
air control! Acclaimed by TR owners... 
all plexiglass and aluminum built to last! 
Many unique features! 

Only $89.95, No installation 

Approved by 


STANDARD 
TRIUMPH 


CENTURION MOTOR DISTRIBUTORS,CORP. 
340 Canal St., New York 13, N. Y., Dept. CD-8 
(agents and dealer inquiries invited) 


Please send me Free literature on Centurion 
Windows. 


Name (Print) 
Address 
City & State 
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DON’T-DO- 
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RACERS 


Continued 


from page 25 


Brown and Tony Vandervell, both of whom 
took the plunge into the F.1 whirlpool 
themselves at a later date, and A.C. Burdon 
of Automotive Products, which means 
Lockheed brakes, Borg and Beck clutches, 
Thompson ball-joints, Purolator _ filters. 
Vandervell, owner of a vast, single-purpose 
business, needs no more introduction than 
his product —the steel-backed shell bear- 
ing which not only stops the rods coming 
through the side of every British F.1 engine 
but has drawn public praise from Vander- 
vell’s onetime rival Ferrari. Even while 
the big Vanwall was racing, incidentally, 
the thinwall shells were used by all its 
serious opposition. For sheer universality 
Vandervell must scoop the pool. Up to the 
beginning of this year his score was 69 
Grandes Epreuves_ (including all but 
Indianapolis in 1960), seven World Driver 
Championships, four World Manufacturer 
Championships, nine Le Mans and three 
Pan-American Road Races. The bearings 
are a standard production type, not de- 
signed specially for racing. 

The chief contribution of Automotive 
Products is at least a specially adapted 
piece of equipment. Borg and Beck’s 714- 
inch dry multi-plate clutch, used on every 
British F.1 car, is a development of the 
single-plate unit which is equally universal 
on passenger cars. Another branch of the 
same group turns out Thompson tie-rod 
ends, from which only B.R.M. stands aloof 
in favor of its own design. Lotus and 
B.R.M. likewise hold fast to Automotive’s 
Purolator oil filter; Cooper and Elva con- 
tract with the independent firm of Tecale- 
mit. 

Staying out of such detail work for the 
moment, however, there are some big items 
in the don’t-do-it-yourself list, and a couple 
of them —let’s be honest — make up for 
Italian and German _ indebtedness to 
Britain, There just doesn’t seem to be 
anybody who can make a Climax engine 
breathe like Weber of Bologna, and there 
isn’t anyone for the racing car designer’s 
money who can build the insides of a 
limited-slip differential like the German 


firm of ZF. On the other side you can put 
the Dunlop Rubber Company and the R5 
racing tire without which, as Dennis May 
pointed out in SCI last March, no 1960 
racing car could afford to be. Whether 
Porsche will go for R5s, for German Dun- 
lops or back to Continentals we cannot 
say at present. There’s every indication 
that Ferrari, along with all the British 
constructors, intends to stick by Dunlop. 
In the case of B.R.M. both wheels and 
brakes come from the same source, and the 
Dunlop brake men will undoubtedly be 
sleeping easier this year now that a brake 
for each back wheel is de rigueur. 

Outside B.R.M., the brake field is held 
by Girling, another offshot of the Lucas 
organization, which was the first to pro- 
duce a disc brake suitable for compara- 
tively poor man’s racing, using a cast iron 
disc and light alloy caliper. There is less 
unanimity among constructors in deciding 
what kind of smell to produce when the 
brakes are applied. Lotus and Elva prefer 
the perfume of hot Ferodo, the trade mark 
adapted from the name of the late Herbert 
Frood who invented a mixture of cotton, 
rubber cement and resin for stopping 
horse-drawn carts some 60 years ago. 
(Frood’s patent block was advertised as 
“much superior to old rope, leather, etc.’’). 
Cooper and B.R.M. buy their pads from 
British Belting and Asbestos Ltd., better 
known as makers of Mintex. For the fac- 
ings of the clutch, however, Ferodo has the 
solid backing of all four. 

The first time the Indianapolis cars came 
over for the late-lamented Monza 500, 
European race followers had their eyes 
opened to a lot of strange habits. One that 
anybody who had a paddock pass was apt 
to goggle at was the Americans’ practice 
of covering up all the instruments before 
the race and telling the driver to go ahead 
and follow his nose. G.P. racing by con- 
trast is a highly instrumental affair, where 
even the most meanly endowed driver can 
refer constantly to a tachometer and, when 
there’s breathing space between corners, to 
gauges for oil and water temperature and 
oil pressure. 

Not all designers have the same views on 
how much it is good for the driver to know. 
Those on the B.R.M. payroll are probably 
the least busy, with nothing to look at but 
the dials just mentioned. Cooper goes to 
the other extreme with a separate gauge 
for gearbox oil pressure and yet another 
showing the pressure of fuel between the 
camshaft-driven pump (aircraft type by 
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Chandler Evans, $70 worth) and the carbs. 
The complete range of instruments comes 
from another industrial octopus, with the 
old English name of Smiths, makers of 
everything from automatic transmission and 
heaters to car radio, Standing on the side- 
lines can give you an interesting view of 
the game. In Smiths’ estimation Tony 
Vandervell must have more confidence in 
his drivers than other. manufacturers have 
in theirs; the latest, tentative Vanwalls 
have gone over from chronometric to mag- 
netic tachometer. Where does the confi- 
dence come in? With the magnetic type 
you don’t get a maximum reading hand to 
show how big the driver's boot was when 
something gave way. 

Smiths has another stake in the racing 
game through a subsidiary, KLG Sparking 
Plugs Ltd. (for Kenelm Lee Guinness, part- 
ner of Henry Segrave and George Duller 
in the Talbot-Darracq team of the ’twen- 
ties). Now that Aston Martin has left 
the business, KLG customers are B.R.M. 
and Vanwall. Lotus and Elva get their 
sparks from Champion, Cooper from Lodge. 

The list doesn’t stop there. In fact it 
goes on so long that we've tabulated all — 
or nearly all—the people who make their 
specialist contribution to Formula |. Some, 
like the brake companies, are so deeply in- 
volved as to produce components purely 
for racing, though this can be looked on 
as a step in their passenger-car research 
program. Others make bits that have 
strayed far enough from their original pur- 
pose to curl the designer’s toes. The front 
suspension posts of both Lotus and Elva, 
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| Check the class of service desired: $ 
otherwise this message will be 
sent as a fast telegram 
TELEGRAM 
Day LETTER E 
LETTER 


for example, come from the drop-forging 
firm of Alford and Alder, and if you hap- 
pen to have your Triumph Herald in the 
paddock when Colin Chapman is looking 
urgently for a spare an easy path to glory 
lies open, because the Herald is what the 
forgings were first made for. If you run 
an Anglia there is still hope; by an odd 
coincidence its clutch release mechanism 
fits a Lotus like a glove. 

Earlier we pointed out, referring par- 
ticularly to the engine, the advantage of 
getting ready-to-wear supplies from people 
with the resources to perfect their own 
product. In the case of components which 
have to cope with special problems, varying 
from circuit to circuit, there is a further 
excellent reason for calling in outside help. 
May outlined the work of the Dunlop team 
who pursue the G.P. circus ‘round the 
world with instruments, notebooks and ad- 
vice for the customers who run on R5 
tires, which means almost everybody. The 
same goes for brake and brake pad repre- 
sentatives, spark plug experts and — though 
maybe in a more social capacity — the men 
from the fuel and oil companies. Practice 
days are the time to see Ferodo and Min- 
tex, Dunlop and Girling, with dirty hands 
and micrometers, 

Publicity, of course, is good for any firm, 
but racing for the people in this industry 
is an extension of their own laboratories 
where they build up a stock of knowledge 
that can’t be had any other way. For the 
racing car builder it means an expert on 
hand to fit new linings or (in the case of 
drums) skim them to size, or a man who 
can free one of the regular mechanics for 
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W. MARSHALL. 
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other work in an emergency pit stop (since 
we are concerned with the British we take 
this opportunity, too, to recommend the 
green Ferodo race service van as an unfail- 
ing source of cups of tea). Spark plugs are 
equally the province of the expert. How- 
ever good the legendary racing mechanic, 
he can’t hope to know as much about plugs 


as the rep. from a firm which makes 
nothing else. 
With oil it is a little different. For one 


thing the most chauvinistic oilman will 
tell you, though not in front of a micro- 
phone, that one reputable brand is as good 
as the next. For another, there is little 
that the specialist on the spot can do 
except operate his cornucopia of unlimited 
supplies. Probably the thing which dis- 
tinguishes the oil companies most of all is 
the size of the checks they write, for this 
is one case where subsidies do not just come 
in kind. It’s no exaggeration at all to say 
that without Shell, BP and Esso there 
would be no Grand Prix racing on the 
modern scale. 

From all of this you might be tempted 
to ask what the men who put their names 
on the finished product put into it. The 
answer (B.R.M. possibly excepted, since 
they depend less than most on outside sup- 
plies) is about 50 feet of steel tube, some 
casting and welding and a lot of thought. 
Nothing, you'd say, that anybody couldn't 
run up in his back yard. It’s a funny thing, 
though, the way even in Britain back yards 
go on outnumbering Grand Prix cars. And 
Esso and Shell for midnight burning aren't 
that expensive. —RBB-S 
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BARKER MOTORS 


2291-S Fairfield Avenue Bridgeport, Conn. 
CARPETS: Custom made | SHOP MANUALS: Gen- 
of durable viscose. Trans- | uine factory editions reg- 
mission tunnel and floor | ularly sold for $12.50 now 
pieces: red or black being closed out for the 
listed models 


only $6.95 
t 29 Austin Healey MGA 
Jag xi 120, 140.. 50 | MG TD/TF Sprite 


Inquire about Bnd 


“WIND WINGS” by Amco, MG,TD-TF, MG A, TR 
2-3. Fiat 600 & 1100, Sprite, Alpine....$16.95 pr. Aust. 
Healey 100, 106, 3000, Jag XK 120, 140, 150, Alfa, 
Porsche Cpe., 190 SL K-Ghia, Corvette......$19.95 pr. 


SUN VISORS by Amco, dark green transparent plexi- 
glass: MG TD-TF, MG A, TR 2-3, MG A Coupe, 
Sprite, Aust. Healey 6, Alpine, Fiat.............. $6.95 ea. 
Aust. Healey 100, Jaguar 120, 140, 150........ 7.95 ea. 
RUBBER MATS: Protect your carpets. Contour fitted 
os black with —_ hems edges. MG TD, TF, MG A, 
Aust. Healey $8.95 pr. 
SCUFF PLATES: Ribbed heavy duty aluminum will not 
rust or tarnish 


DOOR PLATES Aust. | GAS PEDAL PLATES for 
Healy, MGA, Aust. 850,| side of transmission tun- 
Sprite, Alfa Romeo, TR 3| nel—MG A, Sprite, Aust. 
$4.95 pr.| Healey, TR 2-3 $2.95 ea. 
or order universal plate 
for other models. 
THRESHOLD PLATES for | CHROME DOOR PULL 
MG A, TR 2-3, Anpey for MG A or TR 2-3, 
$4.95 p $3.50 pr. 
20% with order, Selene COD or send full amount 
and we'll pay postage. All items satisfaction guaran- 
teed or full refund 


‘Dealers only! 
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for al imported cars 


Columbia, the oldest, largest importers and 
distributors of factory authorized imported 
car parts now offers individual clutch and 
ignition parts catalogs as a special service 
to dealers. In addition, Columbia also carries 
a broad selection of engine parts, clutch, 
ignitions, brakes, electrical equipment, tools 
and accessories for all European cars. Just 
clip this ad to your letterhead to get Engine 
Parts Catalog FREE: 


NAME. 
TITLE 
FIRM NAME AND ADDRESS 


AUTHORIZED DEALER FOR 
Make Columbia your one supply source for all 
foreign car parts at competitive prices! Immediate 
delivery! 

COLUMBIA MOTOR CORP. 


419 East 110 St., New York 29, N. Y. 
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Late 1953 found Chrysler’s 1954 models 
stars of a press preview at the then-recently- 
completed Chelsea Proving Ground. Chrys- 
ler promotion included a 24-hour run 
by a V8 New Yorker. A number of drivers 
took part, but it was Tony Bettenhausen 
who clipped the checkered flag to conclude 
the 24-hour spin averaging over 118 miles 
per hour. Luckily the run finished when it 
did, for reports have it the engine was al- 
most out of bearings, which is one reason 
early 300s had heavy-duty “tri-metal” in- 
serts for both rods and mains. 

In building cars for the 1954 Mexican 
Road Race, Chrysler was continuing a de- 
velopment program soon to produce the 
Chrysler 300. The “High Output” cars built 
for Pan-American racing were two-door 
New Yorker sedans, said to have had the 
optional 235 horsepower engine. But a 
Chrysler engineer’s chance remark, “These 
were very lively jobs,” leads observers to 
believe that Pan-American 54s used the 
1953 roller tappet engine, rated well over 
300 horsepower. Support for this observa- 
tion lies in the fact that 1954 road race cars 
were capable of 135 to 140 mph. A New 
Yorker with the optional 235 horsepower 
engine could only limp along at 125 mph. 

Production of 1954 Pan-American Road 
Race cars began when Chrysler ran a group 
of “Optional Equipment” New Yorkers 
down the Jefferson Avenue production line. 
Once past inspection, they were elevatored 
upstairs to a special work room where Tony 
Bettenhausen Briggs Cunningham 
watched chassis and body refinements. As 
one Chrysler man recalls it, “They'd say 
‘You need stiffening here.’ So we'd put 
plates on the frame and body panels until 
hell wouldn’t have it. One thing about it, 
those cars were really solid.” 

The New Yorkers were sold outright, 
with engine and transmission left stock for 
modifications by the purchaser. One of -hem 
won NASCAR’s 1954 Grand Nationar by 
averaging 89.14 mph for 160 miles. Only 15 
“Optional Equipment” Chrysler New York- 
ers were built at the Jefferson Avenue plant 
during 1953 and 1954. 

Though Chrysler showed him its 1954 
models, Briggs Cunningham did not com- 
plete a new series of white and blue cars 
to run the 1954 Le Mans race. Two of the 
three 1954 entries were veterans of previous 
events. The solitary new car was a 4.5-liter 
V12 Ferrari with a special body and liquid- 
cooled brakes. The two veterans ran V8 
Chrysler engines, now Solex-carbureted to 
give 330 horsepower, good for 160 miles per 
hour and acceleration from 0 to 110 miles 
an hour in eleven seconds. In the race, the 
Ferrari was soon out with a broken rocker 
arm. Repaired in less than an hour, the car 
was to retire with a seized rear wheel 
bearing. 

The old C-4R warhorses did remarkably 
well, finishing third and fifth behind the 
epic Ferrari-Jaguar duel that was finally 
won by Ferrari. 


SEBRING SPRITE 


bolt-on-goodies to give ‘‘GO’’ to your Sprite. 


$25.00 
‘7000’ rpm Valve Springs ............... $ 8.00 
‘Spyder’ Wood-Rim Wheel and Boss ...... $30.00 
Stiff Shocker Valves (Set) ............... $12.00 
Healey-Speed Muffler ................... $10.00 
Streamline Race Mirror ................. $ 7.00 


All Prices include freight. 


From the International Sprite Expert 


JOHN 


32 Lancaster Mews, 


SPRINZEL London, W.2. England 
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Long before restyled 1955 Chryslers were 
publicly shown, a spirited battle had been 
concluded behind the scenes in Corporation 
executive offices. Differences of opinion 
were known back in 1949 when Chrysler 
hired talented Virgil Exner from Stude- 
baker-Packard, to head the Chrysler Ad- 
vance Design Studio. Prior to this it had 
been Chrysler practice to build a car — then 
try to style around it. The results were 
unhappy-appearing vehicles which were 
not selling for sour grapes in the highly 
competitive automotive industry. 

By 1953, Exner was styling the exciting 
1955 cars. But when he showed a 34-scale 
model of the new series, it was slow to find 
acceptance. Some management people 
couldn’t stand Exner’s idea of clean design. 
In one case, an unhappy executive actually 
ordered the 34-scale model removed. For- 
tunately his orders were never carried out 
because well-styled Fords and Chevrolets 
were already set to battle so strongly for 
1954 sales that the boxy Plymouth would 
be knocked from third to fifth place behind 
Buick and Oldsmobile. In fact, the Cor- 
poration’s 1954 sales were so bad _ that 
Chrysler dropped seven percent of its 


IN SEPTEMBER CAR and DRIVER: 


4 RACE REPORTS 
Le Mans—the longest 24 hours 


Indianapolis 500—Brabham 
against the field 


Nurburgring 1000 Kilometers 
—Porsche’s stamping grounds 

Dutch Grand Prix—Wonderful win 
for Ferrari and Wolfgang von 
Trips 


ALSO: Cutaway and Tech Report on 
a magnificent new Corvette-pow- 
ered racing sports car built by 
Trautman and Barnes 


ON SALE: AUGUST 3 


penetration in one year, to a new low of 
12.91 percent of all industry sales, The 
Corporation badly needed _better-looking 
cars to regain lost business. It was a lucky 
break that Exner had gained approval in 
time. Even then, delays forced a “crash” 
program which cost Chrysler Corporation 
$250 million to get Exner’s beauties ready 
for the 1955 model year. 

One autumn day of 1954, Chrysler Di- 
vision’s Chief Engineer, Bob Rodger, sud- 
denly realized that the upcoming entirely 
new 1955 series, plus hundreds of letters 
from Chrysler buyers looking for more 
power, conversations with Cunningham, 
and valuable engineering data from the 
Indianapolis V8s could be combined into a 
wholly new form of transportation, Shortly 
after noon, when he hoped the boss would 
be in a good mood, Bob cornered E. C. 
Quinn, then manager of Chrysler Division. 
All Bob needed was permission to have 
preliminary data prepared for a _ high- 
performance Chrysler product, a car he 


was sure would strengthen the image of 
quality engineering already enjoyed by 
Chrysler automobiles. 

(Continued next month) 


contrasting black background. For: 
Sprite, Jag, Mercedes 190SL, MG (all), 


amco GEAR SHIFT KNOBS $2.95 ea. 


Finely detailed foreign car emblems recessed in 
metal gear shift knob. Heavy chrome finish with 
A-H 100/100-6, 
Porsche, TR, 
Volvo, and Sunbeam Alpine. Also available are 
Crossed Flags or St. Christopher knobs for all sports 
cars. State make of car and emblem choice. 


SEE YOUR DEALER OR WRITE FOR OUR 


amco LIGHTER/ASHTRAY 
COMBINATION $8.95 ea. 


Illuminated well type lighter. Heavily 
chromed, beautiful black leather grained 


13148 Raymer St., 


FREE CATALOG 


finish. Heat resistant, 
stain-proof. Tray unit 
easily removed, yet 
will not bounce out. 
Style shown mounts 
on flat surface (trans. 
cover). Also available 
for mounting on drive 
shaft covers, etc. For 
all sports cars 6 or 
12 v. State mounting 
Style, voltage. 


windwings from $16.95, sunvisors from $6.95, 
floor carpets from $14.95, tonneau covers 
from $19.95, grille guards from $12.95, lug- 
gage racks from $22.95, 
ski racks $22.95 to $29.95. 


Upholstery kits from $49.95, head rests $29.95. 


For MGA MGTD MGTF 
Healey-100, 100-6 
Jaguar, Triumph 
Mercedes I90SL, Porsche, 
Sprite, Alfa Romeo, 
Sunbeam Alpine 

and all imported sedans 


AMCO DIVISION 

AMERICAN CARRY-PRODUCTS, INC. 

North Hollywood, Calif, 

IN CANADA: Custom Sports Car 
Accessories 

42 Lombard St., Toronto 1, Ontario 


roof racks $29.95, 
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ahns. 
QUALITY PISTONS 


The nation’s oldest 
and foremost manufacturer of 
custom and stock aluminum. 
racing pistons 
" Foreign and Sports Cars Our Specialty 
ALL TYPES — ALL SIZES 


Write for literature 


Factory: 2662 Lacy St. 


Los Angeles 31, Calif. CApitel 5-177 


MADE TO ORDER 


Any original design produced for you 
in Europe — Solid Brass — baked fin- 
ishes — any design, shape, colors, or 
quantity (10 to 10,000). 
ery. “Impossible” 
with ease. For estimate, 
or idea and approximate number of 
hadges you'll need to: 


CHARMANT IMPORTS 
Got City 44, New York 


Prompt deliv- 


designs fabricated 


send sketch 
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GEON, Great Neck, N. Y., Phone: 76600 | 


NEED FOREIGN PARTS... ? 


Replacement parts for over 
40 makes carried in stock. 
Only parts house in the 
Southwest devoted exclu- 
sively to foreign parts. 


OVERNIGHT DELIVERY 
TO ANYWHERE 


IMPORTED AUTO PARTS 


1810 Texas Ave., Box 1314, Houston 3, Texas 
CApitol 7-4264 TWX HO-836 


=. AL 
FORMULA. JUNIOR 
FORMULA JUNIOR FRAME & BODY PLANS 
Build a Junior for under $1000; easy-to-follow 
plans for rear-engined car; adaptable to several 
engines. Includes 49 large 8”x10” photo render- 
BIG, ILLUSTRATED ‘TUNING BOOKLET 
Here's the way to get more speed and power from 
your Sprite, MG, Morris or Austin. Has 40 pages. 
many illustrations. $1. 
‘COLORFUL NOR CAL CATALOG 
Packed with hundreds of items 
for imported and compact cars. 
Includes a merchandise coupon 
worth $1.00 on any purchase 
from Nor Cal......... .$1.00 
p SIX FUTURISTIC SPORTS CARS 
% Six renderings of unique and 
a exciting sports cars, ready to 
frame. Ideal for den or recre- 
$2.00 


P.O. Box 1928, Dept. CD8, Stockton, Calif. 
Dealers: Write on letterhead for free catalog. 
Nor Cal, P.O. Box 1928, Dept. CD8, Stockton, Calif. i 
I Please ‘send me the following Nor Cal material, 
paid: 
a" Big, 40-page illustrated tuning booklet. $1. 
i Nor = Formula Junior plans, including render- | 


ings. 


Nor cal with $1 merchandise coupon. 

j © & futuristic sports car renderings, ready to | 
frame. $2. 

Name. 

Street. 

1 City Zone___ State. i 


72/CAR AND DRIVER/AUGUST 196! 


PART-TIME 
TIGER 


Continued 


from page 52 


sion, a damaged kidney and intense ad- 
miration for Cunningham's forbearance. 
Although Hansgen was a newcomer to the 
team, he says Cunningham overlooked the 
new pile of expensive junk and “about 
all he said was that he was glad I was still 
alive.” Since then Hansgen has formulated 
and followed a more prudent racing policy. 

Like many other drivers, notably Tony 
Brooks, Hansgen’s spirited motoring began 
in a Healey Silverstone. That was in 1950; 
in 1951 he bought a Jaguar XK120 and 
trundled up to Bridgehampton for his first 
race, where he caromed off assorted hay 
bales and into third in class. The next year 
he drove a Jaguar coupe owned by a friend 
and in 1953 he signed up for George Tilp’s 
Aston Martin, which during the latter part 
of the year swallowed a 3-liter Offenhauser 
engine. In 1954 he bought a C Jaguar and 
for the next two years began building a 
name for himself with consistent victories 
in regional events. 

The big year for Hansgen was 1956. It 
started moderately well with a class victory 
at Sebring — or, looking at it another way, 
the factory Corvette he and John Fitch 
drove was the only car in its class to make 
the distance. Then began a phenomenally 
productive stint with Auto Engineering, a 
Boston Jaguar sub-distributor. Production 
Ds had begun arriving in the United States 
and Auto Engineering had one prepared 
by Lindy Hansen in meticulous fashion. 
Hansgen started seven races in the car and 
he was first across the finish line every 
time. Two races stand out. 

At Thompson, Connecticut, he stacked 
his D against Carroll Shelby’s big Ferrari, 
16 straight victories and justifiably lustrous 
reputation. In the Sunday one-hour race 
Hansgen got the jump at the start and in 
order to catch up Shelby hit the accelerator 
so hard he broke the linkage. In the big 
race on Monday Hansgen was again first off 
the mark. And again Shelby precsed too 
hard. On the first lap he lost it and went 
off the course; then, gaining on Hansgen, 
he pressed harder and lost it again, this 
time on top of a sandbank — permanently. 

The biggest race and the turning point 
in Hansgen’s career was at Cumberland, It 
was Hansgen’s production D against the 
formidable Cunningham equipe: three fac- 
tory Ds with Fitch, Cunningham and 
Sherwood Johnston aboard, and a produc- 
tion D with C. Gordon Benett. The race 
itself wasn’t particularly dramatic; Hansgen 
won in a breeze, lapping everybody but 
Jack McAfee in a factory Porsche RS. 

What happened after the race is a 
measure of Hansgen’s civilized approach to 
racing. He had been approached by Cun- 
ningham before and now he most definitely 
had a job for the asking. “But I didn’t 
think it would look right,” says Hansgen. 
“Nobody knew I had talked with Mr. 
Cunningham betore and to them it would 
just look like he was buying a driver ... 
buying out the opposition.” So Hansgen 


Equipment, or Accessories! 


The 190,000 purchasers of 
CAR and DRIVER (formerly 
Sports Cars Illustrated are 
always in the market for 
good used cars or equip- 
ment. If you have something 
to sell, use CAR and DRIV- 
ER'S classified columns. They 
bring fast results. And it cost 
very little: 40c a word, 

cluding name and address. 
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helps build traffic keeps customers 
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stayed with Auto Engineering for the rest 
of the season and, as he hastens to add, 
enjoyed it immensely. “The car was pre- 
pared right, it was sanitary,” he says. “They 
worked very hard on the car, I enjoyed 
working for them and so I think I tried a 
little harder to win.” 

It was also during 1956 that Hansgen’s 
successful sporting life with Jaguar devel- 
oped into a productive commercial enter- 
prise. He opened a dealership in Westfield, 
New Jersey, not far from Bedminster where 
he lives with his wife Beatrice Ann, daugh- 
ter Beverly 16, and son Rusty, 13. 

In 1957 Hansgen signed on with Cun- 
ningham; in the Spring Sprints at Elkhart 
he almost signed out. The reason for 
Friday's flip, which didn’t hurt him, was 
that “I was just pushing too hard,” says 
Hansgen candidly. Scratch one D. Saturday 
was eventful, in retrospect, in that the D 
supply was not diminished. After Saturday 
came Sunday. “I was running third or 
fourth, dicing with Lou Brero in another D 
and I saw that Sherwood had flipped bad. 
Scratch two Ds. I thought he had cashed 
his chips. But then I saw him waving and 
I was so elated I forgot that I was supposed 
to be driving. I ran off the road and got 
stuck. It took me a while to get going and 
I got madder and madder at myself. I was 
trying to pick up Shelby and my right rear 
brake got so hot it locked up and I flipped. 
How many times? I don’t know. Too many 
times!” Scratch three Ds. 

Cunningham's forbearance was rewarded. 
Hansgen went on to win the SCCA champ- 
ionship and to repeat for the next two 
years. In 1960 the Cunningham team 
journeyed west for the well-attended, well- 
paying professional races and Hansgen 


missed a clear shot at his fourth title in a 
row. The trip was far from wasted, how- 
ever. With a Type 60 Maserati and a 


Cooper Junior, Hansgen blew off all the 
West Coast’s highly-touted small-bore driv- 
ers. 

While winning his third straight title in 
1959 Hansgen took time out to fill in the 
picture of American racing etched so bril- 
liantly abroad by Hill, Gregory, Shelby and 
Gurney. British club racing is the basis for 
Britain’s great international triumphs and 
it is also a fantastically competitive world 
of its own. Some hot sedan racers consider 
their skills and their league perhaps a bit 
better than the Grand Prix circuit, and 
certainly more sporting. Into this really 
“in” group dropped an unknown Yank who 
mopped up in two major sedan races and 
trailed Stirling Moss in the Silverstone 
sports car race until his clutch failed. 
Hansgen’s 3.4 sedan, owned. by John 
Coombs, had been “arranged” by the 
Jaguar factory, but in some circles in 
Britain, Walter Edwin Hansgen is Amer- 
ica’s most noteworthy driver, 

Hansgen is back mopping up on this side 


of the Atlantic these days and says he 
intends to stay here most of the time. 
“Driving’s still a hobby, I can’t afford it 
any other way,” he says, and he definitely 


is not the sort to take a wild fling at the 
European circuits. The businesslike ap- 


proach is too much a part of him. So it’s 
likely that Hansgen will continue on his 
straightforward, genial way to U.S. racing 
victories, unless, of course, somebody waves 
that red flag. 


—SMcN 


Most drivers with an eye for a fine machine 
and a heart for champion performance 
are building their stereo music systems 
around Garrard’s new Automatic Turntable. 

Everything a record player should have 


is combined for the first time in this 
single instrument:—the only dynamically- 
balanced tone-arm on an automatic unit; 
a 6-lb., full-sized professional turntable; a 


TURNTABLE 


laboratory-balanced precision motor— 
plus the convenience of the worid’s fin- 
est automatic record-changing mecha- 
nism, to use when you desire. Type A is 
the proud result of Garrard’s forty years 
of research. Insist upon it for your com- 
ponent music system; or in a fine con- 
sole. Also perfect as a replacement unit. 
Now at your dealers. $79.50 


FOR ILLUSTRATED LITERATURE WRITE DEPT. GH-1601, GARRARD SALES CORP., PORT WASHINGTON, N. Y. 


SPEED- MG -PoweER 


Fit an H.R.G.-DERRINGTON 4 port light 
alloy cylinder head! for a maximum increase 
of power to your M.G.A. and get equal per- 
formance to the ype M.G.A. Fits all 
‘B’ series B.M.C. engines, Magnette, Riley, 
1.5, Wolseley, Metropolitan, Oxford, new A.55. 
Complete head Kit 
Plus valve = spring assembly ........... $210 
Packing and post free. 

POWER EQU IPME NT for 
TR. HERALD, all BRIT. 

models 
A/H SPRITE, A/H 100/4. 100/6 & 3000 
all British & most Continental makes. 
LIGHT ALLOY 

CYLINDER HEADS. FLYWHEELS 
OIL RADIATORS, ENGINE PLATES 

PUSH RODS. ROCKER COVERS 
WEBER TWIN CHOKE CARBURETTERS 

& inlet pipe assemblies for popular a 
EXTRACTOR EXHAUST MANIFOLDS 

(headers) developing from 5-12 BHP more. 


SPECIAL RACING CAMSHAFTS. 


V. W. DERRINGTON LTD. 


159/161 London Rd., Kingston-on-Thames 
England 
The Originator of Sports and Speed Equip- 
ment in 1920. Suppliers to all the leading 
Racing Car Manufacturers. 
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MALCOL! .. KONNER CHEVROLET 
New Jersey's 
Headquarters For New 


230-245-270-275-315 H.P. & Supercharged Modifica- 
tion. Special Equipment, Roll Bars etc. All Colors. 
Many Fine Used Corvettes & Foreign Cars. 


Call or see Bob Wasserman 
| FUEL INJECTION SPECIALISTS | 


Try our special sports car service 


MALCOLM KONNER CHEVROLET 
America’s Leading Corvette Specialist 
473 BLOOMFIELD AVE. * CALDWELL, N. J. 
Phone CApital 6-7118 


says .* 
“My Latham Supercharged 
Pontiac is the hottest per- 
forming street automobile 
| have ever driven, yet 
very smooth in every day 
operation.” 

Mr. Cunningham was so enthusi- 
astic about his Latham Super- 
charger that he very kindly per- 
mitted us to quote him and posed 
for this photograph. 

Install the world’s best superchar- 
ger so you too can enjoy such 
performance each time you drive. 
Send $1 for the complete Super- 
charger story. 


LATHAM MANUFACTURING CO. 


P.O. Box 165E 


| Flow 


Supercharger 


WEST PALM BEACH 18, FLA. 
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than 190,000 sports car enthu- 
siasts. And, you can highlight 
your classified ad by inserting 
a photograph of the item you 
wish to sell. Total cost of the 
photo...only $15.00. 


CAR and DRIVER now offers 
the lowest classified sales cost 
in the field. If you are buying, 


-selling or trading sports cars, 


antiques or classics—here’s the 
market place for your classi- 
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Act now! Take advantage of 
these new low rates to adver- 
tise your car or equipment. 
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CAR and 
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¢ SICILIAN 
SPECTACLE 


Continued 


from page 28 


very calmly, using the car’s power to best 
advantage when passing traffic in a manner 
which Gurney commented on afterward. 
On the 26th lap Baghetti was balked by 
slower cars and Gurney nipped by into the 
lead — only to be promptly repassed. Bag- 
hetti, with Gurney always close behind, 
kept the lead till the end, lapping third- 
place Bonnier in the process. Gurney 
claimed the fastest lap of the day on the 
53rd tour (1:54.9) and on the 56th and 
final round was almost about to lap Bon- 
nier too. 

Baghetti, despite the fact that his car was 
the fastest in the race, deserves full credit 
for his win. He was never out of danger 
— Gurney saw to that — yet he never made 
the slip that might have been expected of 
him considering his inexperience. 

The race definitely proved the Ferrari to 
be the car to beat, at least on a fast course 
where it has a decided power advantage 
and road holding equal to its competition. 
Gurney’s performance showed Porsche is 
not to be discounted as a threat, however, 
while Cooper and B.R.M. appear to have 
quite a bit of development work ahead. 
Meanwhile, there’s that new 120° V6 in 
Maranello . . . it should be an interesting 
season, not only in the G.P. cars but in 
sports cars too, as we were able to discern 
at the Targa Florio the following weekend. 

As a test of driving ability, driver dura- 
bility and the amount of punishment a car 
can take in white-hot competition, there is 
no equal in sports car racing to the annual 
Targa Florio. The 45th event in the series 
which was started in 1906 was run on 
April 30 and again counted for the manu- 
facturers’ championship. It consisted of 
ten laps over the traditional 45-mile Piccolo 
Circuito delle Madonie. A pre-race tour of 
the circuit revealed road crews had been 
busy in the Madonie mountains this spring, 
filling in the larger potholes, erecting 
guardrails on the outside of some of the 
more dangerous corners and even widening 
a few curves. However, the road remains 
basically the same, which is pretty awful. 

At almost any point on the circuit you 
can experience the atmosphere that belongs 
solely to an open-road race. In the villages 
you learn that almost everyone has a rela- 
tive in America but it appears doubtful if 
many would trade places with their emi- 
grant relations on race day. In the moun- 
tains and at the bivios happy Sicilians start 
collecting before 3 a.m, on race day and are 
well and volubly informed concerning the 
competing cars and drivers. They are ex- 
tremely vociferous in encouraging their 
favorites who are usually in red-painted 
cars. 

As last year, the struggle for top honors 
was again between Porsche, Ferrari and 
Maserati. Porsche, determined to repeat 
its 1960 success, arrived fully-equipped even 
to radios for communication between the 
pits and the team’s signaling station out 
on the circuit. 


© Turn more safely at higher speed 
© Counteract side winds and sway 
© Reduce jolts from rough road surfaces 


with EMPI’s 
CORVAIR 


Camber Compensator. 


SAFETY engineered 
REAR STABILIZER 


Specify year and 
model of Corvair 


See your dealer or 


$2495 


_ Complete with easy 
installation instructions 


P.O. Box 668 C 


order direct from RIVERSIDE, CALIF. 


ISKENDERIAN ®4ctnG cams 
PUT SPORT IN SPORTSCAR RACING 
NEW FOREIGN CAR GRINDS 


VW-228: For 1961 VW, (Comb. Road and | 
Track) 


TRO-295: For VW Transporter, (34) 


AMERICAN COMPACTS 
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illustrated 80 page beok. Only $1.00 


NOTE: Iskenderian is the only cam grinder engaged | 
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and kits availabie. A must for all engine 
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The Stuttgart lineup was comprised of 
three RS roadsters and two Abarth Carrera 
coupes. The RS of Bonnier and Gurney 
was powered by a 1978 cc version of the 
familiar four-cam aircooled four, while that 
of Herrmann and Barth had a 1678 cc 
engine. The Bonnier/Gurney was 
brand new, still unpainted, and was dis- 
tinguishable from the other RS roadsters 
by its sharper nose and the “roof” over 
the carburctor air intakes which gave it a 
humpbacked appearance. The third RS, 
driven by Moss and Graham Hill, was en- 
tered by Camoradi but was factory main- 
tained. This car and driver combination 
was considered by many pre-race observers 
to be the best bet. The car’s original 1678 
cc engine was removed the day before the 
race and a 1978 cc unit substituted, the 
thought being that while there was little 
advantage in overall performance, the in- 
creased torque of the larger engine reduced 
the number of gear changes required. 

One of the two Abarths was owned by 
Strahle while the other was a factory car. 
During the race the Strahle machine had 
three drivers, its owner, team manager von 
Hanstein and Linge, while the other Car- 
rera GTL was driven by Linge, Pucci and 
Strahle. Targa rules permit a driver to 
drive more than one car so Strahle and 
Linge cach drove both GTLs during the 
race. 

Ferrari. entered three cars, two rear- 
engined 246-Sports powered by dual-over- 
head-cam, 2417 cc V6s and one three-liter 
front-engined Testa Rossa with in- 
dependent rear suspension, The new rear- 
engined cars were assigned to Phil Hill/ 
Gendebien and von Trips/Ginther while 
the Testa Rossa was to be driven by Ri- 
cardo Rodriguez and Willy Mairesse. 
While Porsche drivers had a spare RS 
“muletta” for practice along with various 
production Porsches (including pro- 
totype two-liter Carreras), Ferrari drivers 
had to confine most of their practice to 
touring the course in Fiat 600s. 

Scuderia Serenissima, based in Modena 
and managed by Ugolini, entered two new 
rear-engined Maserati Type 63s. Targa 
veteran Umberto Maglioli was paired with 
Giorgio Scarlatti and the second Birdcage 
was driven by young Nino Vaccarella from 
nearby Palermo (who probably knows the 
Targa circuit better than anyone) and 
Maurice Trintignant who was driving the 
Targa for the first time. Serenissima also 
entered a two-liter Type 60 Birdcage to be 
driven by Boffa and Todaro. 

Except for a four-hour period on the 
Friday before the race, all practicing is done 
under normal everyday traffic conditions 
—normal for Sicily, that is. As usual the 
“unofficial” practice left in its wake some 
bruised and frightened livestock and shaken 
Fiat owners. (Dan Gurney and Richie Gin- 
ther, comparing notes later, believed they 
had both nicked the same and obviously 
rugged dog.) Mairesse left the road in the 
Testa Rossa on the descent to Collesano, 
bending the bodywork which was straight- 
ened in time for the race; he was unhurt. 

The Friday session clearly indicated that 
Moss’s 1958 lap record of 42:17.5, set in an 
Aston Martin, would not stand for another 
year. This was borne out in the race, It not 
only fell—it crashed, being battered no 


(Continued on page 76) 


llth ANNUAL Sports Car Club 


TROPHY RACES 


NATIONAL EVENT—AUGUST 18th and 19th 


Mosport Park, Canada’s 
new International Circuit, 
Bowmansville, Ontario 


EVENTS 


Entry Clerk, Gord Brown 


43 Caracus Road 
Willowdale, Ontario 
BAldwin 2-4029 


Entries close August 5th 


SPORTS CAR INSIGNIA LABELS'—$1.00 
PERSONALIZED. 
DUAL ELECTRIC RALLY OD FOR ANY SPORTS, FOREIGN SPORTS CAR 
OF A MILE-—NO STOP AT Jumbo. 33 112” Name- 
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SPEEDOMETER or TACHOMETER—8 parts our friend’s forehead, etc. 
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Use our duty Speedo. Cables for best results. MOBILE INSIGNIA KEY CHAI 
PAUL SULLIVAN SPEEDOMETER SERVICE 25c Name have insig- 
4311 SUNSET BLVD. HOLLYWOOD 29, CAL. 
LEV-LITE PRODUCTIONS 


144 Wolf Swamp Road, Dept. 15, Longmeadow, Mass. 


The Heathkit Ignition Analyzer and Timing Light 

give top quality performance and save you hundreds 
of dollars...choose easy-to-assemble 
kit or factory built models 


Now you can find ignition defects quickly—while the 
engine is running and without removing parts—with 
the Heathkit 10-20 Ignition Analyzer. Indicates shorted 
plugs, defective points, incorrect dwell time, coil and 
condenser problems, etc. View primary, secondary, 
parade or superimposed patterns without lead switch- 
ing. With the easy-to-assemble kit, you save nearly 
50%! Order now. 15 Ibs. 

Assembled 1OW-20...$17 dn., $15 mo........... $169.95 


1D-11 IGNITION TIMING LIGHT ACCESSORY 
plugs into the 10-20 Analyzer directly, no other con- : 
nections needed. Convenient, accurate, produces in- — 
tense white light. 2 Ibs. 


Kit 1D-11.. . $14.95... Assembled IDW-11...... .. $19.95 


(HEATH 
| Benton Harbor 26, Michigan 

| Please send my free 1961 Heathkit catalog 
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eeeee LE MANS KNOCKOFF HUB CAPS 


Replaces hub cap—Snaps on disc wheels 
No holes to drill 
Porsche; VW; Triumph; 
MG TD, TF & A; Sprite; 
Valiant; A-Healey; Alfa Corvair, American Cars 
$34.95 per set ppd $39.95 per set ppd 
CALIF. RESIDENTS ADD 4% SALES TAX 


Mercedes-Benz, T-Bird, 
Corvette, Volvo, Jag, 


Grand Prix plastic car pan} (F-1 Ferrari, Maserati, 
Connaught, Mercedes W196, BRM, Vanwall, Alfa, 
F-11 Gordini, Maserati 4CLT, Lago Talbot, Lotus 11, 
Aston Martin DB- 3S, D-Jaguar, 


Accessories Internationale 
6510 Quakertown Ave. Woodland Hills, Cal. 


UNI-SYN 


Multiple Carburetor Synchronizer 


Professionals and . 
amateurs are us- 
ing this instrument 
the world over. 
The only positive 
way to synchro- 
nize multiple car- 
buretors, side 
draft or down 
draft. 
Price p’pd. $9.95 
Cal. Residents add 
4% Sales Tax. 
No CODs. 
Dealer and jobber 
inquiries invited— 
ROYZE, INC. 
1010 No. LaBrea, Inglewood, Calif. 
for imported car parts and accessories 
direct importers 


Dealers may request catalog covering many original 
and replacement lines for all imported cars. 


Restore nu-life and color to faded, soiled car, 
plane or boat upholstery! Seats, headliners, 
sidepanels, convertible tops, cloth rugs and 
rubber floor mats will have that original look 
again. Easily applied brush or spray. Won't 
chip or peel. Fadeproof. You can change color 
too! THE ONLY PRODUCT OF ITS KIND 
AWARDED THE MOTOR TREND SEAL OF AP- 
PROVAL. Write for free information, color chart 
and dealer location. 


RAMCOTE PRODUCTS 


1141 WEST 69TH ST 
CHICAGO 21. ILLINOIS 


CD-8 


Dept. 


NEW TOOL SET for ALL S. U. 
Single, Twin & le (Pat. 
end.) Now with —— TOOL 

MIXTURE STRENGTH FUEL LEVEL 
JET CENTRING SYNCHRONIZATION 
ow removing the air- 
t 

Compl. included 
Ord. No. WS SU 3C ppd. 
$5.60 


Ps wer EQUIPMENT 
Pasadena, California 
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(Continued from page 75) 
less than twenty times! 

The race started at 7 a.m. Sunday with 
the departure of an Alfa Romeo Giulietta 
which was followed at 30-second intervals 
by 53 other competitors. From the drop of 
the flag, Moss began to demonstrate again 
his mastery of the art of open-road racing. 
His standing lap was completed in 42:18.6, 
only 1.1 seconds away from the record, On 
the second lap Moss, von Trips and Bon- 
nier all beat the old record. By the end 
of the fifth lap, when he turned the 
Porsche over to Graham Hill, Moss had 
increased his lead to the extent that he 
was ahead on the road as well as on elapsed 
time. 

Meanwhile the Ferrari team, with the 
exception of von Trips, was in trouble. 
Phil Hill, starting last behind Rodriguez 
and von Trips, had caught and passed his 
team-mates halfway around the first lap — 
which he never completed. Coming out of 
a corner too quickly, Hill’s Ferrari left the 
road, splaying the front wheels and short- 
ening the wheelbase. He was unscratched 
and was sitting by the side of the road 
drinking a glass of milk when the other 
Ferraris repassed him. Three laps later 
Rodriguez withdrew with a broken rear 
suspension so at the end of four laps there 
was only one Ferrari to challenge the 
Porsches. 

The rear-engined Maseratis never seemed 
to handle right and were unable to worry 
the three Porsches and the Ferrari. The 
consensus was that the Type 61 front- 
engine Birdcage would have been much 
more of a threat on this course. 

At the end of four laps von Trips, in 
third place only five seconds behind Bon- 
nier, handed the car over to Gendebien 
who was substituted for Ginther because 
of his better knowledge of the road. The 
Belgian really began to put on the pressure 
immediately and by the sixth lap was lead- 
ing the race to the delight and chorus of 
thousands of Sicilians shouting “Forza!” 
as the Ferrari roared by. Two laps from 
the end, having made an unscheduled and 
unnecessary refueling stop at Bivio Polizzi, 
Gendebien, now in second place, relin- 
quished the car to von Trips. Moss, having 
taken over from Graham Hill, was once 
again in the lead but was losing ground 
to the charging Ferrari as the inspired von 
Trips began making up the more than one 
minute deficit. Midway around the final 
lap, he was less than 40 seconds behind 
and still gaining. With the fast sea-front 
straight still ahead, it looked like it was 
going to be a very close finish. 

Moss, with less than four miles of the 
easiest part of the course to cover, ground 
to a halt with a wrecked ring and pinion. 
Seeing his rival stopped, von Trips eased 
up slightly to insure his own arrival as he 
himself had suffered the same fate as Moss 
on the last lap of the 1959 Targa Florio 
when he was in the lead. Nevertheless, his 
last lap this year was the fastest of the race, 
a sensational 40:03.4. What the result 
would have been if Moss’s car lasted the 
few remaining miles is a matter of con- 
jecture —one thing is certain, however, it 
would have been exciting. As it was, the 
wear and tear on the Sicilians’ emotions 
and the nerves of von Hanstein and Fer- 
rari team manager Tavoni was consider- 
able. —PC 


FACTORY SHOP MANUALS 


ALFA ROMEO Giulietta 1955-61 $12.00 
AUSTIN, all models which) $5.00 
AUSTIN-HEALEY 100/4 5.00 
AUSTIN-HEALEY 100/6 i 3000 1957-61 $5.00 
AUSTIN-HEALEY Sprite 1959- $5.00 
HILLMAN, all models 1946- a "(state which) $6.00 


JAGUAR Mark Vil & XK120 1949-57 $8.00 
JAGUAR 2.4 & 3.4 1956-60 $12.00 
LANCIA Flaminia 1957-61 $13.00 
METROPOLITAN 1500 1958-61 $5.00 
MG TD, TF & TF-1500 1950 $5.00 


PORSCHE 356A, 356B 1957-61 
RENAULT 750, Dauphine 1952-61 A 
RILEY, all models 1945-61 (state which) $5.00 
ROVER, all models 1950-61 (state which) $6.00 
SINGER, all models 1950- _ (state which) $7.00 
SKODA 440, 445 & 450 1956-61 -00 
SUNBEAM, all models 1951-61 (state which) $8.00 
TRIUMPH TR2 & TR3, Herald 1955-61 $8.00 
Order with cash, check, MO. Catalog FREE. 
VIVIAN GRAY, HURSTPIERPOINT, 
SUSSEX, ENGLAND 
The Motor Enthusiast’s Bookseller since 1946 


FREE! Engine Torque 
e Specification BOOK . 
The proper use of a good 


torque wrench will help keep 
your car at sett performance 


Torque control when servicing 
highly tuned racing mills or 
the fine engine in your sport 
caf can actually improve 
performance. it can be 
the one thing you do 
that will keep your 
engine running when 
others fail. 


Write for your free gearetiaton 
books 1700 Ned 
fact chart and 


JQUALITY] ILLINOIS 


lined wind deflector on your sports car! Fits — 
all standard roadsters (except Porsche). Wrap- | 
‘around design—more protection. Easily 
installed or removed. Shipped prepaid any- |)! 
where in. USA. guorantee. 
LOW PRICE—only $10.50! 


STATE MAKE oF CAR “sats x 


GARDEN CITY, MICH. 


BORGWARD 


livered to you within 24 snail 


FERGUS 


IMPORTED CARS INC. 
444 West 55th St. 
New York 19 JU 2-1466 


as 


= s 
| MG MGA-1500, MGA-1600, Twin-Cam 1956-61 $5.00 
I 
| 
| 
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urally excellent, with light pedal pressure 
even without servo assist. It takes really 
hard braking to show how much better 
they are than drums, In a panic stop the 
discs seem to repeal a few of the basic laws 
of physics. To sum up the new Fiat’s road 
manners: they are not sporting — by Italian 
standards — exhibiting understeer at me- 
dium to fast cornering speeds which 
changes to oversteer when the limit is 
reached. 

While visiting the factory we took the 
opportunity to have a short talk with 
Aurelio Lampredi, vice director of passen- 
ger car engineering at Fiat, and former 
chief engineer with Ferrari. The 54-year- 
old Lampredi does not regret his move to 
Fiat, feeling that the “golden age” of 
motor racing has passed. 


Lampredi discusses the Weaver 1500 during talk. 


Lampredi’s engineering career has been 
a varied one. Starting on aircraft engines 
at Piaggio and Reggiane before and during 
the war, he then went to Ferrari, spending 
eight and a half years there interrupted by 
brief ten-month stint with Isotta- 
Fraschini. During his stay at Maranello, 
Lampredi designed at least 38 racing en- 
gines, including a 120-degree V6 in 1948. 
Enzo Ferrari shelved this one at the time 
because of its radical layout! Over the 
years Lampredi improved the specific out- 
put of Ferrari engines from 50 bhp per 
liter to 110 bhp per liter. Much of this in- 
crease can be traced to the intensive work 
he did on intake and exhaust cam profiles. 

The modest engineer is most proud of 
his 4.5-liter Formula 1 engine that beat 
the then-all-conquering Alfa-Romecos sev- 
eral times in 1951. Lampredi’s racing en- 
gines have all followed his four basic bench 
marks for that type of power plant: 1. 
Efficient intake and exhaust systems; 2. The 
use of as little cooling water as possible 
consistent with eliminating hot spots; 3. 
Great rigidity; 4. Lowest possible weight. 

Despite his years spent as a one-man 
engineering office, Lampredi is quick to 
point out that having one big brain doing 
everything is not convenient and that team- 
work, as it is applied at Fiat, brings the 
greatest results. Lampredi’s answer to the 
question of whether or not he would ever 
return to racing revealed his love of the 
sport and his Latin approach to life: “I 
shall never go back to racing, despite the 
fact that I still follow it; the golden age 
of racing is over and, like breaking with 
a woman, it should be a final unconditional 
break.” —C/D 


LET CAR «nd DRIVER HELP YOU BUY 
OR SELL YOUR CAR, EQUIPMENT AND 
ACCESSORIES FOR AS LITTLE AS *1.50! 


Every month hundreds of classified advertisers use our 
Sports Car Market Place. Why? Because literally thousands of 
cars and pieces of equipment are bought and sold here each year. 


Now you, too, can buy or sell your sports or imported car— 
your equipment and accessories—by inserting a small classified 
ad in CAR AND DRIVER’S Market Place for as little as $1.50 
(10 word minimum—15¢ per word). 


You can make your ad more appealing, too, with a photo- 
graph of the item you’re selling (and for only $15). What’s more, 
C/D is the only magazine to redesign its classified pages. . . listing 
cars by make and giving your ad more effective display! 


So, whether you want to buy or sell sports cars or equip- 
ment, accessories or imported cars, let the Sports Car Market 
Place do it for you now! 


Act Now! Take advantage of the largest sports and imported 
car readership available (over 190,000 ). Simply fill out the 
order form below, enclose payment and mail today to: MARTIN 
LINCOLN, Classified Advertising Manager CAR and DRIVER 
One Park Avenue, New York 16, New York. 


OCTOBER ISSUE CLOSES JULY 20th. 


(1) (2) (3) (4) (5) 


(6) (7) (8) (9) (10—$1.50) 


(11—1.65) (12—1.80) (13—1.95) (14—2.10) (15—2.25) 


(16—2.40) (17—2.55) (18—2.70) (19—2.85) (20—3.00) 


(21—3.15) (22—3.30) (23—3.45) (24—3.60) (25—3.75) 


(26—3.90) (27—4.05) (28—4.20) (29—4.35) (30—4.50) 


( Please insert picture with ad. Photograph enclosed. 


Total words________at 15¢ each including name and address + 
cost for picture — total payment enclosed 
Name 
Address 
City Zone State 


Signature 
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Commercial Rate: 40¢ per word. Minimum 10 words. Oct. issue closes July 20th. Send orders and remittance to: Martin Lincoln, CAR and DRIVER, One Park Ave., N. Y. C. 16. 


FOR SALE 
ALFA ROMEO 


ALFA Romeo, 1959, Super leggera 1900cc., 20,000 
miles, ivory coupe, red interior, aluminum body, Bor- 
rani chromium wire wheels, Michaelin ‘‘X’’ tires, 5 
speed floor shift, every conceivable accessory, $3,800, 
J. B. Cicchetti, Aquene Estate, New —— Road, 
Wappingers Falls, New York, Ph. AX 7-322 


"59 Alfa Romeo Guilietta Super Spider. Black red 
leather, pirelli tires. 12,000 Miles, perfect condition 
$2095, Coronet Motors 250 Post Road, Portchester, 


ARMSTRONG SIDDELEY 


ARMSTRONG» Siddeley Hurricane Drophead 1948 
$2100.00 including $500.00 worth of new spare parts. 
Ron Hegemeer 688 Carnation Drive Winter Park, 
Florida. 


ASTON MARTIN 
"60 Aston Martin DB 2/4 Mk III Saloon. Asking 
$3250. Damaged left suspension or will purchase 


parts. Sy Kubby 7215 Coldwater Cnyn. No. Hollywood 
Calif., TR 7-0688. 


AUSTIN HEALEY 


AUSTIN Healey 1957 100-6 Deluxe Special Front 
Shocks, Head Reworked Other Detail Improvements. 
a ere McDougal, 228 Humboldt St. Rochester 


1956 Austin Healey Engine Transmission Overdrive 
Pius Body Parts. Building Special. All good condi- 
tion. 34000 miles on engine. Blair Beach 36 Leo- 
minster Road, Bristol Conn. LU 3-5600. 


MUST sell 1960 Austin-Healey 3000 roadster 4-pas- 
senger, 11,000 miles, overdrive, wire wheels, white 
with red interior. Paula Herndon 1811 Thelma, Spring- 
field, Missouri. 

1960 Austin-Healey 3000. 4 str. O0/D Wire wheels. 
red/black. Top condition. Consider V. W. trade. Must 
sacrifice. $2250. J. Good Rt. 1 Oakland, Md. Tel. 
De 4-3585. 


1955 Austin-Healey 100-4 complete engine and trans- 


mission assembly includes all accessories, $175. Pete 
Kenedy, 4214 McFarlin, Dallas 5, Texas. 


1959 Elva Courier—New Paint Tires, 12,000 miles, 
Excellent Condition. Harry Rodney, 55 El Toyonal, 
Orinda, California. 


FERRARI 


FERRARIS—New and Used. RRR Motors, Ine., 18009 
S$. Harwood, Homewood, Ill. Sycamore 8- 9070 


GOLDEN HAWK 


1957 Golden Hawk 30,000 Original miles, Super- 
charged, Special suspension, Positraction, New Dunlop 
safety tires, immaculate condition, Never raced or 
abused. Owner must sacrifice $1600. John Weyand 
197 Prospect St. Shrewsbury, Mass. 


JAGUAR 
SLEEK Black Jaguar Convertible 1959 XK150 12000 


miles Especially Clean $2777. L. K. Vredenburgh, 14 
Woody Av., Beardstown Ill. 


JAGUAR, 1960 XK150 Coupe. Automatic Transmission 
Radio and Heater. White Walled, Wire Wheels. 6,000 
miles. Price $3,500.00. A. Rifice, 8501 Narrows 
Avenue, Brooklyn, N.Y. TE 9-0342. 


LANCIA 


LANCIA Aurelia GT. Rare, beautiful ‘55 in excellent 
condition. $2500. D. W. Wardell, 255 Cavedale Rd.. 
Sanoma, Calif 


1960 Appia 4-Seater Vignale Convt. Leather Upholstery. 
Michelin Tires. $2900, Lee. 1009 Touhy, Park Ridge, 
TA 5-2905. 


SOMETHING for sale? Place a classified ad in this 
section. Low-cost, fast results. It’s easy. 
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MERCEDES-BENZ 


DETECT police radar trap before they detect you. In- 
genious! Plans and instructions $1. Universal electric 


1938 Mercedes-Benz 320, 4-Door Convertable, Overdrive, 
6-New Dunlop Tires, New Top, Refinished Interior, Ex- 
tremely Low Mileage. Will Except Bids Exceeding 
$2750. In Perfect Physical and Mechanical Condition. 
Pictures, Information $.50. Stephan Snow, 2358 Bed- 
ford Road, Cincinnati, Ohio. 


MERCEDES-Benz 1960 300SL grey, roadster convertible 
new top, 11,000 miles. Serviced by licensed Mercedes 
mechanics $7800. Never raced or wrecked. Dr. David 
Gerber, 2013 Central Ave., Middletown, Ohio. 


1949 M.G.T.C. Excellent condition, original top and 
tonneau; 16” wire wheels; Stage II! engine. $1500.00. 
Spare parts included. C. P. Montgomery, 11 Sabine 
Road, Islington, Ontario, Canada. 


1960 MGA-1600 Al+ $2025 Never raced. Terry 
Williamson, 799 Ledge, Northfield, Ohio. IM 7-6822. 


PORSCHE 


PORSCHE GT: Super 90 coupe, 1960. Aluminum doors, 
engine and hood hatches. Factory-installed removable 
roll bar. Spyder bucket seats. Plexiglass windows, with 
the exception of windshield which is electrically heated. 
21-gallon gas tank. German Dunlop-Special tires. 
Color, yellow. Mileage, 2,750. Price $4,750. Alexis 
Dawydoff; from 9 to 5 call ORegon 9-7200, N. Y. C. 
After 7 P.M., Ravenswood 8-7493. 


PORSCHE 550 Spyder. 1956. Silver. Webers. Top 
Mechanical. Clean. Ex-blanchard car. 1959 F. Mod. 
Champion of Canada. Tires galore and top. $2950. 
or Swap-C. K. Hixon, 218 Drury Lane, Arlington, 
Heights, III. 


SIATA SPYDER 


SIATA Spyder—Iimmaculate Bertone body, mechanically 
perfect. 57BHP Crosley, deluxe trailer, many extras. 
Finest specimen in existence. Rea Consid 
earlier Ferrari coupe or interesting trade Goodman, 
13710 Southington, Cleveland 20, Ohi 


VOLKSWAGEN 
VOLKSWAGEN Amphibia Swimming Car Four Wheel 


Drive Best condition Dollar 2500 Franco Vienna 
Gmeiner Krems, Bahnzeile 2 Austr.a. 


58 Volkswagen, black, suntop, 28, 000 miles, $950. 
Car ae Driver, Box 114, One Parx Avenue, New York 


MISCELLANEOUS: 


t plans with calibration instructions $1. 
Wardell Smith, Electronic Designs, 65 Glenwood Rd., 
Upper Montclair, N. J. 


EQUIPMENT 


HALDA Speed Pilots—Special Prices—$39.95 & $49.95 
New and complete in original boxes—Fully guaranteed 
—While they last $39.95 for Competition Model—$49.95 
for Sports Special Model, (You can’t buy an odometer 
for that price). State for what car wanted. The 
Checkered Flag, P. 0. Box 55, Hingham, Massachusetts. 


FOREIGN Cars Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, trans- 
missions, rear-ends, and complete chassis’ our specialty. 
New and used Accessories. Complete stock of generators, 
starters, distributors, fenders, doors, grills, glass, 
wheels and tires. All parts guaranteed. All inquiries 
promptly answered. Dealer discount given. All prices 
F.0.B. Los Angeles. Grand Prix Auto Parts, 12613 Sher- 
man Way, No. Hollywood, Calif. TR 7-5479 PO 50360. 


JAGUAR owners, Healey owners; ‘Stainless Steel Flexible 
Exhaust Tubing Permanent replacement between exhaust 
pipe and muffler. Complete with heavy-duty clamps 
Healey $5.50, Jaguar $5.95 (modified requires two) 
postpaid. Quantity inquiries invited hse dealers. Wilco, 
P. 0. Box 1128-S, Rochester 3, N. 


METRIC End wrench set, 5 piece, 6x7, 8x9, 10x11, 
12x14, 17x19, mm Nickel plated $2.89. Metric Box 
wrench set 5 piece, same sizes, 15 offset, chrome 
plated $4.39. Both sets $5.75 Postpaid. Free Brochure. 
Louis B. Pierlot P. O. Box 346, Inglewood 5, California. 
THE Truth about Speed-Power-Mileage Equipment. Free 
Catalog. Write! Almquist Engineering. Milford SC-2, 
Pennsylvania. 


SPEEDOMETERS, Tachometers repaired & recalibrated 
maximum 8.50 Guaranteed. European instrument Serv- 
ice, 13123 Mack Ave., Detroit 15, Mich. 


SMITHS, Jaeger, Specialists Speedometers and Tach- 
ometers expertly repaired and recalibrated. Maximum 
$7.00 Guaranteed. Snyder Speedometer Service, One 
Smith Road, Randolph, Mass. 


PRECISION Dual Manometer with universal adapters 
for cars equipped with twin SU, Weber or Solex car- 
buretors. Easy to use. Precision adjustment. Guaran- 
teed. $7.95 Postpaid. Rally Engineering Company, 
7140 Seward Street, Niles 48, Illinois. 


ALL | Foreign speedometers, “clocks, tachometers, temper- 
ature gauges required and recalibrated. Minimum 
$5.00, Maximum $8.50, guaranteed. Cables. Send to 
Mack Instrument Service, 13001 Mack Avenue, Detroit 
15, Michigan. Phone VA 2-8256. 


ALFA 1400cc (no machining!) & 1500cc kits: cost 
little, 15-25% power gain! Fiat (F Jr)—Alfa—Crosley 
catalogue from RAM Engineering, Corso Agnelli 89, 
Turin Italy. 


used quality parts from large 


CAUTION: Do Not Lower Windows At Speeds In Excess 
of 120 M.P.H. This official appearing engraved metal 
plaque for your dashboard and doors. Applied and re- 
moved in seconds without damage to surface. $1.00 
each. Postpaid airmail. Sports Car Bazaar (SC), 6019 
44th N. E., Seattle 15, Washington. 


ROLLS-Royce 20-25 Shooting-Brake, (Station Wagon) 
excellent Condition $2,850 Aston Martin Classic Speed- 
stor Italian swept-tail coach-work, complete Factory 
reconditioning $2,250. Brewster custom 4-Door Con- 
vertible, Very Unique Chassis, Positive Prize Winner, 
eee ‘‘Waco’’ P. O. Box 185 Miami 35, 
orida. 


1960 Bug Wasp Kart. New MC-6 engines, accessories, 
spares. Unusually fast. Perfect condition. $500. Jay 
Quinn, 5418 Haven Lane, Salt Lake City 17, Utah. 


FOREIGN Auto Wrecking—2 large ‘yerds devoted ex- 
clusively to imported cars. Immediate attention given 
your inquiries! All Auto Parts. 7215 Coldwater Cnyn. 
No. Hollywood, Calif. PO 4-7476 TR 7-0688. 


of foreign cars. Foreign Car Parts Mart, 
3304 Payne, Cleveland 14, Ohio. WA 1-4531. 


DISTRIBUTOR and coil from 1960 Simca used three 
months new Stewart Warner mercury temperature gauge 
new Milesmaster fuel regulator for small foreign cars 
all half price. W. J. Breckenridge, Mayfield, Kentucky. 


| nccessonies > 


Ne; 


JUST OUT! New 388-page, illustrated Catalog offering 
savings up to 50% on over 100,000 auto parts and 
accessories, many hard to get Model ‘‘A’’ parts. All 
makes (1920 to 1961 models), trucks, foreign and 
sports cars. Also Karts and accessories, Hollywood 
accessories, custom styling, Hi-Speed Equipment. Send 
25c for postage, packing—refundable on first order. 
Whitney, 1919 JJ-5 Archer, Chicago 16, III. 
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WIRE wheel service. Complete repair on Foreign and 
Antique. Special 60 spoke wheels for popular sports 
cars. Precision Wheel Service, 413 Bowdoin St., P. 0. 
Box 23, Dorcester 22, Mass. GEneva 6 6- 4576. 


RALLYE Dash Plates. 1 by 3% inches polished brass, 
engraved $15 doz. Plastic stamped $3.50 doz. Includes 
name of club, date and name of Rallye. Sappenfield’s 
Trophy Center, 1219 S. Calhoun St., Ft. Wayne, Ind. 


RALLYE Plaques—at a price your club can afford. Not 
Lithographed or Printed but Photoengraved. Extremely 
durable, smart: made by Craftsman especially for you. 
Information: Robert A Boettinger, P. O. Box 6281, 
Phila. 36, Pa. 


SPRITE and Herald Owners! Snow White fiberglass 
hardtop for Sprite $85 ex ship. Chrome Bumpers for 
Heralds $40 per car set. Top Quality British goods. 
Write Barker, Stynes & Co., 351 Green Lane, Coventry, 
England. 


RALLYE Dash Plaques Reproduced on saphire—hard 
aluminum finish. 1x2 inches $8.00 Doz. Send name of 
club, date and rallye. DiFatta 6910 Newcastle Ave. 
Reseda, California. 


DUAL Electric Od ters let ~ $97. 50; Impulse 
units only $35.00; Prism Post Lights $2. 50 state 
voltage; Timers; Curta’s and accessories Free Catalog, 
Rallye Equipment Company, 5120 Morningside Drive, 
Kalamazoo, Michigan. 


METRIC- Fastener ‘First- Aid Kits. Assortment of over 
6 dozen imported Metric nuts, bolts, machine-screws 
selected for your car; primarily intended for general 
maintenance, little roadside emergencies. Only $2.50, 
ppd. (no C. 0.D. 's); include make, model of your car. 
RUFCO, Box 4047, Dearborn, Mich. 


JAGUAR and Healey Owners: all sizes stainless steel 
flexible exhaust tubing, permanent replacement be- 
tween exhaust pipe and muffler. $5.50 each ppd. 
(most current models require two). At service dealers, 
or from Wilco, P. O. Box 1128-S, Rochester 3, N. Y. 


FREE Tool Kit with Name-Brand Accessories, Clothing. 
New Free Brochures. Golden Falcon 25 North Genesee 
Waukegan, Illinois. 


OKLAHOMA, Kansas, Arkansas, Enthusiast—Raydot Rac- 
ing Mirrors $5.95 ppd., Sala-Sport Driving Glove Black 
$7.95 ppd, free brochure on request. Ederer Enter- 
prises, 809 Classen Bivd., Okla., City. 


SPRITE Owners! Add practical beauty with the new 
Denner fiberglass hood conversion. Free _ illustrated 
literature, Denner, 1109 N. Allen, Pasadena 1, Calif. 


SPORTSCAR Insignia Labels—Gummed, jumbo, approx. 
1%” x 3” personalized with insignia of any sports, 
foreign or domestic automobile plus your name, address, 
city, state—or any 4 lines. 1001 uses. $1.00 for 300, 
$1.50 for 600, postpaid. Additional Special-Closeout! 
Automobile insignia key chain fobs—pastic—name your 
car—25c each, postpaid. Lev-Lite, 144 Wolfswamp, 
Longmeadow, Mass. 

SPORTS Car Clubs! Free Illustrated Brochure on New 
Unique Patented Trochoid Principal Ring for any model 
car. Print club name, secretary, enclose self-addressed 
stamped envelope to: Paul Bennett, 4643 Wyandotte, 
Kansas City 12, Missouri, Offer open U. S. Clubs only. 


WAXOMATIC protects finest beautifully. Wipe on wipe 
off, Waxomatic wax and cleaner $3.00 postpaid. No 
COD’s Check or MO to Donald Clark, Jr., 354-C. S. 
Reeves, Beverly Hills, Calif. Calif. res., add 4% sales 
tax. 


WANTED TO BUY 


V-8 powered Devin Chassis wanted. Have flawless 
ee to swap. Thompson, 2608 39th, Galveston, 
exas. 

WANTED Mercedes station wagon. If not new please 
state age, mileage, condition, price. James McCoy, 
RD No. 1, New Alexandria, Pa. 


AM Restoring Kaiser Darrin. Desperately Need Infor- 
mation From Owners For Parts. Especially Need Door 
Mechanisms. Joseph Arnold 1510 Clay Street, Daven- 
port, lowa. 
FERRARI—Lancia D-50 engine. Goodman 1804 Oak 
Duncan, Okla. 


WANTED ‘Hardtop For TR-3 Details Sandy 3829 Hill- 
brook Cleveland, Ohio. 


PLANS & KITS 


BUILD Your Own Tachometer, (electric) at tremendous 
savings. Complete plans and instructions, $1.00. Alanne 
Engineering, Box 135, Watertown 3, Conn. 


“BIRDCAGE”’ Jabro Mk Ill 750. Suitable for Saab, 
Crosley, Osca, Mercury, Climax. Build your own. New 
body! Space frames. New competition dope, 4 port 
Crosleys! New literature! 25 cents. Jabro, One Sunny- 
mead, St. Louis 24, Missouri. 


CORVAIR Horsepower! You've read about this Nation- 
ally. Now you can do it yourself. Manufacturer of 
special Corvair heads now offers detailed specs and 
blueprints. Write for more details. Bill Thomas, Box 
4127-Catalina Station, Dept. C, Pasadena, California. 


VW Owners: Wide Track Conversion, improves Cornering 
and Handling 100%. Proven and Tested. Install it 
yourself in one hour, No Special tools or parts needed. 
Compiete instructions $2.00. Spaulding 2751 N.E. 7th 
Terrace Pompano Beach, Florida. 


SPORTS CAR BODIES 


FIBERGLAS Sports Bodies—Easily bolts on Crosley, 
Fiat, etc.—$295. Jaguar, Ford, Chev. etc.—$495. Free 
Brochure. Almquist Engineering, Milford SC4, Pennsyl- 
vania. 


MISCELLANEOUS 


CLASSIC Thunderbird Club International Forming. Re- 
stricted to owners of 1955-56-57 T-Birds. Send $1 for 
reflective identification emblem to P.O. Box 5242, 
Nagel Station, St. Louis, Mo. 


EMBLEMS—Custom designs made to order. Any 2 colors 
—Velvety design on 100% wool felt. Send rough sketch 
or sample with order. 6 or more. Postpaid, 4” size— 
$1.00 ea. 5” size—$1.20 ea. 6” size—$1.50 ea. 8” 
size—$1.75 ea. Check or M.O. No COD’s. International 
Crestmark, Plaistow 23, N. H. 


EMBROIDERED Car Emblems Sports, Foreign, Domestic, 
all $1.00 each Postpaid. M.G. & C. Company, One 
Terry Avenue, Schenectady, vs 


SIDEWALL Saver Prevents Dangerous Tire Cracking. 
$1.00, Postpaid. Arrell Chemical, Box 985, New Haven, 
Connecticut. 


BUY War Surplus:—Jeeps; Boats; Airplanes; Helicopters; 
Trucks; Tractors; Walkie-Talkies; Radar; Sonar; Machine 
Tools; Cameras; Misc.—Individuals can now Buy Direct 
From the Government—Send for New Nation-Wide ‘‘U.S. 
Depot Directory & PRocedure’’—$1.00—Surplus, Box 
425(SC), Nanuet, New York 


YOUR ‘‘Coat of Arms’’, Reproduced in All it's Blazing 
colors. Authentic in Every Detail. Searched For and 
Reproduced By a member of the Heraldic Society 
$25.00. —. 4 Refunded if no Arms Found. Heraldic 
Arms Shop, P. 0. 22, San Carlos, Calif. 


PERSONALIZE your Tonneau by encrusting it with your 
name or initials. Enclose $3.00 and Receive your name 
prepared to Individualize your sports car. Complete 
a supplied. M. Stern 221 West 82 Street, 


DIRECTORY of sports car clubs—tlists clubs all over 
US. Necessity for club secretaries, enthusiasts. $1.00, 
Jim Kleckner, 70 Radnor Road, Great Neck, NY. 


SHOPPING GUIDE 
Classified 


A HANDY GUIDE TO PRODUCTS 
NOT NECESSARILY AUTOMOTI 
BUT OF WIDE GENERAL INTEREST. 


STAMPS & COINS 


GIGANTIC Collection Free! Includes triangles, early 
United States, animals, commemoratives, British Colon- 
ies, high value Pictorials, etc. Complete collection plus 
big illustrated magazine all free. Send 5c for postage. 
Gray Stamp Company, Dept. Z2, Toronto, Canada. 


FREE Book ‘990 Successful, Little-Known Businesses.’ 
Work home! Plymouth—455R, Brooklyn 4, New ‘York. 


1 Want A Man who wants a business of his own. 1 
will train you, supply the equipment, give you credit, 
help you get rolling. This is not a risky get-rich-quick 
scheme. It is a legitimate business, an exclusive 
protected franchise, proved successful by hundreds 
throughout the country. Write for an interview. Marion 
jm 21!7 North Wayne, Dept. 262M, Chicago 14, 
llinois. 


EXCLUSIVE Employment Information free. Nationwide 
—Worldwide. Box 12, Detroit 13, Mich. 


A Second Income From Oil Can End Your Toil! Free 
Book and Oilfield Maps! National Petroleum, Pan- 
american Bank Building-CD, Miami 32, Florida. 


FREE! New 1961 catalog of all photography books avail- 
able. For your copy, send name and address to Catalog, 
Popular Photography Service, One Park Avenue, New 
York 16, New York. 


"MISCELLANEOUS 


“‘WINEMAKING’’, ‘‘Beer, Ale’’. Strongest Methods. I!- 
lustrated. $2.20. Eaton Bookstore, Box 1242-V, Santa 
Rosa, California. 


WANTED Quicksitver, Platinum, Silver, Gold. Ores Ana- 


lyzed. Free circular. Mercury Terminal, Norwood, 
Massachusetts. 


TAPE Recorders, Hi-Fi Components, Sleep Learning 
Equipment, Tapes, Universal Values. Free Catalog. 
~— 1523 SCI Jericho Turnpike, New Hyde Park, 


ADULT Party Record and Catalog: $1.00. DRC—11024 
Magnolia, No. Hollywood, California. 


PHOTOMURALS Individually Made Any Size or Color. 
Your Negative or Choose from Our Thousands. Broch- 
ure 50c Al Greene Associates, 1333 South Hope 
Street, Los Angeles 15, California. 


YOUR COPIES OF 


ARE 
VALUABLE! 


KEEP THEM NEAT... 
CLEAN ... READY 
FOR INSTANT REFERENCE! 


Now you can keep a year’s 
copies of CAR AND DRIVER (for- 
merly Sports Cars ILLusTRAT- 
ED) in a rich-looking leatherette 
file that makes it easy to locate 
any issue for ready reference. 


Specially designed for Car 
AND Driver, this handy file— 
with its distinctive, washable 
Kivar cover and 16-carat gold 
leaf lettering—not only looks 
good but keeps every issue neat, 
clean and orderly. 


So don’t risk tearing and soiling 
your copies of CAR AND DRIVER 
always a ready source of valu- 
able information. Order several 
of these Car AND DRIVER vol- 
ume files today. They are $2.50 
each, postpaid—3 for $7.00, or 
6 for $13.00. Satisfaction guar- 
anteed, or your money back. 


Order direct from: 
JESSE JONES BOX CORP. 


DEPT. CD 
Box 5120, Philadelphia 41, Pa. 


(Established 1843) 


| 
| ; 
) 
r VER 
e 
3 
: 
Is 
| 
5, 
— 
2S a 
le 
st 
S. | 
0) 
0, 
1, 
Ox 
ne 
a. 
ed 
3 
a = 
4 
im 
n- é 
er- 
to 
oit 
ley 
rge 
ree 
ige :_ 
ars 
ky | 
ing 
ind 
All = ~ . 
and 
end 
ler. = 
79 


SENSATIONAL SOUNDS 
OF SPORTS CARS R RACING! 


Corvette, Triumph, A. H. Sprite, Porsche 1600, 
Ferrari Testa Rosa, MGA, Alfa, Jaguar, A. C. 
Bristol, Stanguellini 
these fantastic cars 


sound of each individual car, 


thusiast has been waiting for. 


both regular and stereophonic record players. 


\ | IN STURDY, PROTECTIVE MAILER. 


Every enthusiast will want this superb 12”, 
Hi-Fi, 33-RPM, LP Album. Exclusive with Rose- 
mont, its brilliant recordings capture the fan- 
tastic sounds of world-famous sports cars racing 
on the track. Undistorted clarity. Nerve-tingling 
realism. 36 full minutes of exciting sound! 


Porsche RSK—HEAR 
screaming down long 
straightaways, sweeping through fast bends, up- 
shifting, downshifting and braking. Rosemont 
has purposely recorded only one car at a time. 
The results justify our trouble and expense. For 
the first time, you will hear the sharp, pure 
uncluttered by 
other noises—another exclusive with Rosemont. 
This is the record which every sports car en- 


To bring you the most faithful recordings ever 
achieved, Rosemont used the finest high fidelity 
recording equipment. Each Rosemont record -is 
pressed on pure, virgin vinyl. This Hi-Fi master- 
piece will play with true-to-life brilliance on 


Fill in coupon and mail with either cash, check 
or money-order for the sound-thrill of a lifetime. 


ORDERS SHIPPED POSTPAID SAME DAY RECEIVED 


I Please rush ( ) new Rosemont LP Album(s). 
I enclose $4.98 for each album oes. cues 
cash, check or money-order). No C.0.D 
1 Name 
AAA 
i ROSEMONT PRODUCTIONS 
Box 353 Dept. Mawr, Pa. 


1ON WITH 
TION. THE 
NT OF THE 


Everything for Sportscars 
Corvettes, 


JAMES AUTO SPECIALTIES 
Box 151M, Pasadena, Cal. 


STAHLWILLE 
17mm Inhex Socket 
(1/2” drive) for drain plugs 
on 1960-61 VW. .$2.49 ppd. 
Add 4%, Sales Tax in Calif. 


LOUIS B. PIERLOT 
P. O. Box 346 


One of many special Stahiwille tools. 


Inglewood 5, Calif 


Viny! Tonneau Covers 
ye Black, or White 
$17.4 - £./Miss. River 
the’ samme of MGA 
Order Direc 
or send 25c in. Double) 
for General Mail Order Catalogue 


TEC Auto, Dept. CD 
P. O. Box 96, Wellesley 81, Mass. 


do RIGHT by your SPRITE 


ROAD TEST: 


LANCIA FLAMINIA 


Continued 


from page 33 


rolling of the body on its suspension. A 
favorite amusement among Lancia owners 
is treating their passengers to a brisk spin 
over twisting roads. The cornering speeds 
can seem hair-raising to the passenger but 
to the driver they are nothing. The car is 
tremendously sure-footed and when the 
limit of its adhesion finally is approached 
the rear end begins to come around in a 
gentle warning. 

Where maneuverability is a factor the 
Flaminia can traverse distances effortlessly 
and securely at very high average speeds 
thanks to excellent steering, road holding 
and brakes. Lancia’s drum brakes always 
have been among the best but our G.T. 
coupe was equipped with optional Dunlop 
discs. These incorporate a vacuum servo 
assist (no reservoir) and are without doubt 
among the best brakes ever put on a road 
machine. They are wonderfully smooth, 
positive, quick and fade-free. Required 
pedal pressure is light at all times but there 
is no tendency for these brakes to grab or 
to exhibit any erratic behavior. They pro- 
duced some of the highest and most con- 
sistent decelerometer readings we have 
encountered, inspiring a high level of con- 
fidence. 

Though the passenger is well taken care 
of in the roomy cockpit, the Touring coupe 
is primarily a driver’s car. The rear- 
mounted transmission gives a great amount 
of freedom to move and the pedals are 
well-spaced for fast motoring. Even near 
the ragged edge only small steering wheel 
movements are needed to maintain control 
as the final oversteer makes itself felt. 

Another factor in the Flaminia’s ability 
to sustain high average speeds is the case 
with which its suspension smooths out sur- 
faces that would tear the undercarriage from 
many cars. The ride is never harsh although 
high-frequency bumps are very palpable. 
But, for example, railroad crossings that 
shiver the timbers of most cars do not faze 
the Flaminia and large dips, ruts and 
bumps can be ignored by the driver just 
as they are by the car. Immense shock 
absorbers, a de Dion rear end with inboard 
brakes and low unsprung weight all pay 
off here. 

A modicum of agility is required in enter- 
ing and leaving the Flaminia coupes, though 
not in the case of the sedans. Headroom 
in the Touring coupe is minimal and 
slightly better in the bump-top Zagato 
coupe. The well grouped instruments in- 
clude an oil temperature gauge. 

The Lancia Flaminia G.T. Touring 


coupe has a suggested base price of $6485. 


Extras are leather upholstery, $112; disc 
brakes, $150; dealer preparation and hand- 
ling, $100. Taxes and other incidentals 
push the initial investment beyond the 
seven-grand mark making this—in_ the 
Lancia tradition —a choice for the connois- 
seur, not the seeker of mere transportation. 

—Griff Borgeson 
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YOUR SPORTSCAR TO PERFEC | 
THIS 5 -MINUTE INSTALL, 
MICRO-METER FINE ADJUSTM 
% MICR-O-MATIC MAIN JET PRECISIC 
§ TUNES YOUR CAR TO THE ULTIMATE IN 
| FISH CANADIAN CARBURETORS | ™ 
. .0. Box 26, Willowdale, Ont., Canada | 
AUTO TOP LIFT | | 
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From Buick Motor Division, General Motors Corporation—a new-size treasure with full-size comfort and a price to pleasantly surprise you. 


( ‘e) CO Let your spirits soar in a car that’s dynamite from dreamsville <7 The Skylark is 


pure joy GZ In the way its flashing Skylark V-8 serves your every command. 

Yet bows to no one else on the road £7 In the way its dapper look 

C C CO a Q C thrills you. From bucket-seat* interior to Landau roof lines £7 In the way it 
becomes part of your personality. Part of that 


e 
secret haven where you store your dreams £7 But {| |! 
| a BUICK 
| meet the Skylark soon. It’s a limited edition car. S K 


*Bucket seats optional at extra cost 


lar 


Exciting new proof... when better automobiles are built Buick will build them 
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Pe Jaguar Cars Inc., 32 East 57th Street, New York 22, N. Y. 


